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PERMANENT GOVERNMENT CONTROL. 


In an able paper on “Government Operation of 
American Railroads” in the March number of the 
Annals of the American Academy of Political and 
Social Science, which is a valuable symposium on 
the general subject of war adjustments in railroad 
regulation, Clifford Thorne, discussing the events 
which led up to and the reasons for the govern- 
ment taking over the railroads, remarks: “At the 
moment of supreme test, when the public interest 
demanded the highest efficiency in our transporta- 
tion system, private operation broke down and the 
government had to come to the rescue. Precisely 
the same thing occurred in Great Britain. This 
did not happen in the other great civilized coun- 
tries engaged in the present war, because they had 
already taken over the operation of most of their 
railroad systems many years ago. It is a note- 
worthy fact that not one of these other nations 
found it advisable to go back to private operation 
when the crisis came. The only nations which 
found it necessary to make a change in their meth- 
ods of dealing with the railroads were those which 
substituted government operation for private 
operation.” 

This is an argument, pure and simple, for gov- 
ernment ownership or, at least, permanent govern- 
ment operation of the railroads. If it means any- 
thing it means that the government should own or 
Permanently operate the railroads because, in time 
of war, it was found necessary for it to operate 
them. That may not have been the purpose of 
Mr. Thorne’s statement, but it is undoubtedly its 
eff « ct. 

it would have been ridiculous, indeed,.if any 
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country with government ownership or control of 
its railroads had, for the purpose of meeting the 
war emergency, changed to private ownership. The 
war and the demands it makes for unified and cen- 
tralized control of agencies necessary for its suc- 
cessful prosecution furnish the one excuse for the 
application of the principle of paternalism. Its ap- 
plication was necessary, if necessary at all, on the 
same theory that it may be found necessary to 
apply it, in the war emergency, to the packing in- 
dustry, or the steel industry, or the coal industry, 
or any other of a hundred industries that might be 
named. But to say, because war necessities might 
make wise government operation of the coal in- 
dustry, for instance, that such operation should be 
the permanent policy of the country, would, we 
think, be utterly lacking in logic and would appeal 
only to one who believes in the principle of gov- 
ernment ownership or operation per se and not 
merely as an emergency policy which may con- 
tribute to the winning of the war. 

What was the necessity which led to the govern- 
ment taking over the railroads of the United States? 
It was that the demands on the facilities of the 
carriers were such that unless there could be uni- 
fied and efficient operation the movement of traffic 
would be clogged to the point of hampering the 
carrying out of war plans in the transportation of 
troops and supplies. The carriers themselves, 
through their war board, had made an attempt at 
such unified operation, but for obvious reasons they 
could not reach the degree of efficiency thought 
necessary. So the government took over the job 
itself on the theory that it could compel the roads 
to do what their conflicting or selfish interests made 
it difficult or impossible for them to do for them- 
selves or what, perhaps, was actually illegal for 
them to do. That is all there was to it. A radical 
remedy was applied in a serious emergency—a 
remedy that would be unwise and improper under 
other conditions. To argue anything else is merely 
socialism. Men have a right to be socialists and 
to favor government ownership of the railroads and 
everything else, if they wish, but the issue ought 
to be defined clearly and not confused by efforts to 
show that this particular railroad situation is proof 
of the efficacy of government operation as a per- 
manent policy. 

Moreover, there are many who believe that it 
was not necessary, even in this war emergency, for 
the government to take over the railroads. They 
argue that every desired object could have been 
achieved if, by the enactment of proper laws and 
a provision for necessary supervision, the railroads 
had been left in control of their properties, but 
compelled to run them under a unified plan, ob- 
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serving -the war necessities with respect to the 
moving of traffic. That is, of course, an academic 
question now, since the administration did not 
choose that plan, but consideration of it is at least 
proper in confuting the theory that government 
operation is the only plan that could win in a war 
emergency and the best plan under all conditions. 
It may well be that, even aside from war condi- 
tions, the government should have more power 
than it has had to compel efficiency: in railroad 
operation, but that is far from saying that the gov- 
ernment ought to buy the railroads or permanently 
take full control of them. 


Undoubtedly government operation, under the 
policy pursued by the administration, whatever its 
good results may be, is showing an offset to those 
good results by a falling off in individual efficiency. 
Every shipper—except when the commodity in 
which he deals is preferential in character—knows 
that it is more difficult now to do his transporta- 
tion business than it was before the government 
took control. One of his chief troubles is that he 
cannot find out why this or that is denied to him. 
There is a falling off in the individual effort to 
accommodate him with the facility or the service 
he desires or to give him a reasonable explanation. 
The individual desire to satisfy him and thus to 
retain his patronage and good-will has slackened. 
This is inevitable and will be more noticeable as 
time goes on. It would become the fixed condi- 
tion under government ownership or permanent 
government operation. There can be no doubt 
about that. 

It was necessary for the government to take a 
hand in the conduct of transportation affairs be- 
cause of the war emergency, and perhaps it chose 
the wisest and best method. But there were other 
methods that might have been selected, and even 
if it took the best one for the purpose it most cer- 
tainly does not follow that it should retain it, or 
anything like it, as a permanent policy. 


INCREASED POSTAGE RATES. 

We realize that our subscribers are not ordinarily 
interested to any great extent in our troubles. But 
we believe our troubles with respect to the new 
law increasing rates of postage on publications en- 
tered as second class matter, effective the first of 
next July, are to a great extent the troubles of our 
subscribers and for that reason we hope they may 
be interested in the present move to repeal that 
legislation. The same thing applies to readers of 
other similar publications. 

Under the new scheme the country is divided 
into eight zones, the increase in rates being from 
the present one-cent rate to one cent and a quarter 
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in the first zone and to ten cents in the eighth zone, 
thus ranging from 25 to 900 per cent. This in. 
crease applies to the portion of the publication de. 
voted to advertising. . On the reading matter por- 
tion of the publication the increase is from the 
present one cent a pound flat rate to a cent anda 
quarter—or 25 per cent—the first year and a cent 
and a half—or 50 per cent—thereafter. 









It has been argued that publishers of magazines 
should be willing to accept this additional charge 
as a war burden, but it should be borne in mind 
that publishers are subject to the same geueral 
war tax that all other business concerns must meet 
and that, while they are probably as patriotic as 
any other class of citizens, they must meet this 
additional charge either by increasing the subscrip- 
tion price or by decreasing the size of the publica- 
tion or otherwise limiting the amount of money 
spent on it. Thus the decrease in value or the in- 
crease in price becomes a matter of interest to the 
reader. 













It might be said that as far as the increase on 
the portion of the publication devoted to advertising 
is concerned the cost should be passed on to the 
advertiser, but war conditions are already cutting 
heavily into advertising and an increase in adver- 
tising rates might still further cut into the revenue 
from this source to the point where it might not 
pay to issue some of the publications at all. As to 
the increase in the rate on the reading matter por- 
tion, there is no way to meet the cost except by the 
ways we have suggested. In many cases the in- 
crease, though it may not sound large to those not 
familiar with the business, is sufficient to wipe out 
all profits on the present basis of operation. 

















Another way in which the new plan will affect 
subscribers, especially for such magazines as The 
Traffic World, which are looked for and wanted 
by a certain definite time each week, is that delay 
will be caused by the necessity for separating the 
mail, not only by states and cities, as at present, 
but also by zones. Take, for example, the mail 
from Chicago. Illinois is in four zones and In- 
diana, Michigan, Wisconsin, Iowa and Minnesota 
are each in three. Each of the western states is in 
two zones and only ten of the forty-eight states are 
in one zone each. This additional separation will 
mean the handling of hundreds of thousands of 
extra bags of mail, thus adding to the congestion 
and poor postal service which every business man 
now knows is serious and which is especially so 
with respect to second class mail. Frequently, 
lately, The Traffic World has been a week or more 
in reaching subscribers in Washington, D. C., and 


we have had numerous complaints of slow service 
(continued on page 739) 
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Current Topics 
in Washington 





The New Haven Transaction.—It 
would not be surprising if, when the 
war fever has cooled somewhat, the 
quality of the agreement by which the 
New Haven road obtained $43,000,000 
from the government to take care of 
its maturing obligations of April 15 
would come under discussion. Nor 
would it be surprising if two distinct 
ideas as to the adjectives to be used 
properly to describe the transaction 
would be put forth. One idea will probably be that retrib- 
utive justice has overtaken the New Haven. The other 
will be that it is a Shylock bargain the government made 
with the road—one that would shame the hardened loan 
shark. The maturing obligations, according to the ordi- 
nary man’s understanding, were secured by the deposit 
of the securities of underlying companies which were sub- 
ject to sale only in the event of a default. Under the 
terms of the bargain by the government the securities 
are subject to sale by it whenever, in the judgment of 
the officials having control of the execution of the bargoin, 
think they should be sold. If they are the obligations of 
the underlying companies and they are sold, the railroad 
corporation loses control of the properties to a greater 
or less degree andsto whatever degree the control is cur- 
tailed, it is suggested, the entity known as the New Ha- 
ven is diminished. That view may be regarded as the 
foundation for the thoughts of those inclined to call it a 
hard bargain for the New Haven and the section of the 
country it serves. The sale of the securities may suggest 
such a dispersal of the parts of the system as seriously 
to cripple it against the time when the expiration of gov- 
ernmental control may call on the New Haven to walk 
alone again. The other view is that even if that should 
be the condition, it would be no more than partial punish- 
ment for the high finance since committed in the hectic 
period when the financiers were trying to create a single 
transportation system for New England. If the securities 
are sold there will be unscrambling of some of the eggs 
brought together by Mellen and the financiers. 








Effect of Government Ownership.—A fleeting thought on 
the subject is that if a like bargain should be made re- 
specing all the other refunding that will have to be done 
before a compensation contract is made, a condition will 
be created favoring government ownership by what the 
conservative element of the country probably would regard 
as a true bolshevik cabal, or, if not that, then a reign 
of haute finance in which the daring ones would pick up 
the fragments of existing transportation systems at prices 
that would yield a large profit as soon as the country 
recovered and decided to return to the old idea that that 
government is best which governs least. Almost any kind 
of bargain could be forced on the owners of a railroad, 
uncer the terms of the control law, to cover the financial 
operations that will be needed before the terms of the 
lease are agreed on. There is nothing in it in the way 
of a time limit on the bargaining. Nobody knows how 
long it will take to make the contracts for compensation. 
Bonds are maturing or coming nearer maturity every day. 
The terms of the law are such that liberal compensation 
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may be allowed, but there is no compulsion on the Presi- 
dent to make the bargain before the mortgage falls due. 
Nor is there anything in the law that puts off the day 
when the mortgage must be satisfied so as to allow op- 
portunity for settling the compensation. The government 
is in control of the railroads, of the money shippers are 
paying to them, and of the banks that hold the bonds 
and from which the money to take care of the maturing 
obligations must be taken. All the cards are in the hands 
of the government and Director-General McAdoo is in a 
position to punish the railroads and the financiers who 
played financial tricks on the public such as made the 
New Haven and the Rock Island a stench in the nostrils 
of the world. While the corporations are to continue as 
if there had been no taking of assets, no final decree of 
a court can be issued against the property. It would be 
interesting, in view of that fact, to speculate on what a 
judge would do if bonds were allowed to go to default 
because the officers of some railroad refused to make such 
a bargain as the New Haven people accepted. 





Why Not One Dose of It?—It is probably not a laughing 
matter to big shippers, but it is a fact that those who 
went through the “special service” tariff era after Louis 
D..Brandeis’ suggestions had been made have suggested 
that the railroad tariff men could save time (if it is true 
that they are to try again for rates on trap car service) 
if they would reinstate the whole category of Brandeis 
tariffs at one time. This thing of reinstating them piece- 
meal breaks the proposal to those who are asked to pay 
double for their transportation services in an exasperating 
way. The suggestion is that if the Brandeis proposals 
are now regarded as good things the easiest and frankest 
way would be to put them before the Commission all in 
a heap, either in the form of President-made tariffs or in 
the old way of having the railroad tariff men propose 
them, first asking the Commission for fifteenth section 
permission. Nearly all well-informed shippers expect to 
go through the old fights again. If they are told all in 
one breath what they are expected to do they will be 
able to arrange matters all at once and not have weeks 
of uncertainty during which they will wonder whether 
the proposal is to be made under pretense that the Presi- 
dent has decided the public interests require such dis- 
crimination against certain classes of shippers, or whether 
the scheme is to be brought forward in the routine way 
on the theory that the responsible officials of the railroad 
organizations now have greater faith that the justice of the 
proposals will appear than they had when the Commission, 
by writing into the five per cent report the gist of the 
Brandeis proposals, told them to file such tariffs. In the 
interest of the economy of time, it has been further sug- 
gested, tariffs setting aside_the tap line and industrial 
railways decisions might also be filed so as to see what 
the Commission will say about them now. It might be 
that the Commission would take the view that, the coun- 
try being at war, the proposals it once said were unjustly 
discriminatory, it would now say, are just and non-dis- 
criminatory schemes for raising money. 





The Poindexter Bill_—The intermountain advocates of a 
rigid long-and-short-haul rule believe that about the only 
facts that militate against the passage at this session of 
Congress of the Poindexter bill are the shortness of time 
and the necessity for devoting attention to war legislation. 
It is fair to say, however, that opponents of the bill jeer 
at the suggestion that such a measure could be passed. 
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They believe the committee from the National Industrial 
Traffic League pointed out more reasons why. the fourth 
section order that now gives the intermountain country 
the same rates as the Pacific coast terminals should not 
be embodied in law than the intermountain people gave 
for such legislation. Neither side claims to have made 
a canvass of either house of Congress. The subject was 
fully aired before both committees, and if either makes 
a favorable report it will be based on full information 
and a judgment that the members of the committee so 
reporting believe the risk should be run of closing some 
routes between competitive points until such time as the 
owners of such routes are willing to flatten the interme- 
diate rates and give all communities between competitive 
points the benefit of the short-line rate. The weight of 
opinion, however, seems to be that neither committee has 
been convinced that such an experiment should be made, 
even if the government is footing the bills, and the Rail- 
road Administration is doing everything possible to move 
an overwhelming volume of traffic with insufficient equip- 
ment—using that word to cover engines as well as cars. 


Passing of the Passenger Man.—The high-living, story- 
telling passenger department man, who knew everybody, 
went everywhere, and knew every story first, will become 
extinct during the period of government control. No rail- 
road now needs the kind of advertising that was his stock 
in trade. Long ago the statisticians showed that the 
passenger man and all his works do not make a reason- 
able return on the investment. The flamboyant passenger 
man was on his way to the garret long before the gov- 
ernment took over the railroads, but his exit was being 
delayed because, heartless. as corporation managers are 
supposed to be, they cannot hold a candle to public serv- 
ants in dealing with political nonenities whose services 
are no longer needed. That is well known in Washington, 
where the old government clerk often is kept on the pay- 
roll by the benevolent lying his fellows do for him when 
an official seeking to make a record at the expense of the 
helpless decides to reduce expenses by cutting off those 
who cannot efficiently do the small amount of work the 
government requires even from the robust. This is not to 
say the passenger men will all be ditched. It means 
merely that they will fall into the background to less 
imposing tasks and their places will not be filled, unless 
somebody should undertake to introduce politics into gov- 
ernment operation of railroads. Then the bon vivant, able 
to influence the views of a certain element, might be held 
to be useful, when properly directed. A. E. H. 





BUY A LIBERTY BOND—OR TWO 


“When the war’s costing Uncle Sam $1,000,000,000 a 
month, what’s the good of my little old $50 bond? Fizz, 
bang!—it’s gone. What’s the use? I might as well buy 
myself a cheese sandwich and give the change to the 
waiter.” 2 

But you are wrong, Mr. Conscientious-Objector-to-being- 
Separated-from-Your-Coin, when you say that. Listen! 

Down comes a German shell on an American trench. A 
dozen of the boys fall, bleeding, into the mud. The 
stretcher bearers rush forward. “Thank heaven,” says the 
lieutenant, “for that negro barbershop porter back in Chi- 
cago who bought that $50 bond! Tetanus killed thousands 
of poor fellows back in 1915, but we don’t have to worry. 
His little bond will keep 139 of us safe from lockjaw.” 
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At the first aid dressing station the nurses were jusy. 
“That’s the 160th first aid packet I’ve applied this niorn- 
ing,” said one. “How many lives will they save? It’s 
wonderful to think they all came from one $50 Li: erty 
Bond. I understand a little waitress back in Illinois paiq 
for it.” 

At the field hospital the surgeons had their hands full], 
“Got enough ether?” asked the major. “Sure,” replies the 
captain. ‘A Polish laborer back on the west side i: old 
Chicago did that for us with his $50 bond. Means enough 
anesthetic to make 400 operations painless. And as for 
bandages, Mary O’Grady’s $50 has supplied enough io tie 
up 555 wounded hands.” 

Out in No Man’s land the soldiers, lying in the hot sun, 
began to drink the dirty water in the shell holes. “We 
should worry,” said the corporal. ‘That $50 Liberty Bond 
purchased by little lame Georgie Browne, who can’t be a 
soldier himself, will keep 666 of us big huskies safe from 
typhoid here on the firing line. And as for smallpox, one 
baby bond means immunity for 1,000 soldiers.” 


But, 
Your-Coin, if you really want to help win the war, buy 
more than one $50 bond. Their power grows faster than 
their denominations. 


Three $50 bonds, for instance, will fully equip an infan- 
try soldier for service overseas. Or it will feed him on 
Uncle Sam’s rations for twelve months. Four of the little 
$50s—any small office can contribute that many—will buy 
a cavalry horse or a mule for the ammunition train, or to 
haul a water cart or a combat wagon. 

Six of the “baby” bonds will not only equip a soldier 
in full, but will feed him for a year in France. Or they 
will buy a motor cycle for a machine gun company. Eight 
$50 bonds will buy an X-ray outfit. Ten of them, the com- 
bined contribution of ten stenographers or clerks, will sup- 
ply the quota of bicycles for a headquarters company of an 
infantry regiment. Sixteen of the little bonds would mean 
four big, strong mules to pull an ambulance. 


Bonds to the amount of one thousand dollars will send to 
the front an X-ray outfit complete, or six cases of operating 
instruments for a base hospital, or furnish automatic pis- 
tols for the men in a rifle company or a motor-power roll- 
ing kitchen, or eight ration carts. . 

If the employes in some small shop want to send to 
the front the fine big horses that are required to draw a gun 
of the ammunition train, all they have to do is to get 
together and subscribe for twenty-four of the $50. They 
will do the work. Firfteen hundred dollars’ worth of bonds 
will provide a motor ambulance or a five-passenger motor 
car for a machine-gun battalion. Forty of the little con- 
tributions—they are within the reach of every wage-earner 
—will buy a motor truck or supply ration carts for a whole 
infantry regiment of more than 3,000 men. Or $3,000 worth 
will furnish rifles for a field artillery battery or supply 
horses for a field signal battalion. If eighty of the $50 
bonds are put together the result is a big tractor to haul 
supplies and guns. A hundred of these small bonds, $5,000 
worth, will send to the front a Liberty truck, or seven 
Lewis guns or equip with rifles a whole company of in- 
fantrymen. 

Seven thousand dollars’ worth of bonds mean a new 
training aeroplane and $9,000 worth—180 of the $50 bonds 
put together—mean a new observation balloon to watch 
Fritz’s movements and prevent surprise, or will provide 
enough rolling kitchens to feed a whole field artillery 
brigade. 
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Decisions of Interstate Commerce Commission 











CHARGES ON TIN CRACKER BOXES 


The Commission has dismissed No. 9562, Pacific Coast 
Biscuit Company vs. Sou. Pac., opinion 5050, 49 I. C. C., 
115-16, holding that charges on tin cracker boxes, carloads, 
fom Portland to Sacramento and Los Angeles were 
legally imposed and had not been shown to be unreason- 


able. 


RICE FROM TEXAS AND LOUISIANA 
(No. 2) 


(49 I. C. C., 172-175) 
Opinion .No. 5072. 


|. AND S. NO. 837 
Submitted November 3, 1917. 


' Local rate of 18 cents per 100 pounds on clean rice, in car- 


loads, from milling points in Arkansas to Memphis, Tenn., 
jeund on rehearing to be unreasonable to the extent that 
it exceeds 15. cents per 100 pounds. 


HALL, Chairman: 

In ihe earlier stages of this proceeding we had before 
suspension proposing increases in 
rates on clean and rough rice and rice products in car- 
loads from the southern rice belt to many destinations, 
including an increase of 5 cents in the local rates on clean 


> and rough rice in carloads from points in Arkansas to 


Memphis, Tenn., and also in the proportional rates from 


' those Arkansas points to Memphis when destined to points 
' in southeastern territory. 


For reasons stated in our re- 
port, 43 I. C. C., 29, we found that the carriers had justi- 


' fied the proposed increased local rates to Memphis on 
F clean 


the proposed increased proportional 
to Memphis on clean rice when destined to 

in the southeast taking Ohio River rates 
or rates related thereto. We had prescribed a max- 
imum distance scale of rates on rough rice in 
carloads from Arkansas points to Memphis in City 
of Memphis vs. C., BR. L. & P. Ry. Co, 38 L C. C., 256 
(The Traffic World, May 27, p. 1104, and June 2, p. 1156, 
1916). The proposed rates before us formed part of the 
general readjustment of rice rates from Texas, Louisiana, 
and Arkansas to nearly all points in the country, con- 
sidered and, with a few exceptions, approved in an earlier 
proceeding, Rice from Texas and Louisiana, 40 I. C. C., 
285 (The Traffic World, August 12, 1916, p. 381), which 
will be referred to as I. & S. 769. Upon petition filed 
herein on behalf of the Arkansas rice mills further hear- 
ing was had with respect to the local rates, but not the 
proportional rates, applicable on clean rice from points 
in Arkansas to Memphis. Rates are stated in cents per 
100 pounds. 

Rice is milled in Arkansas at Carlisle, DeWitt, Lonoke, 
Stuttgart, and Wheatley. Prior to the increases author- 
ized by our former report in this proceeding the local 
rate on clean rice from each of these milling points to 
Memphis was 13 cents. Effective March 3, 1917, the rates 


rice and 
rates 
points 


became 18 cents. The former proportional rate of 10 
cents was increased to 15 cents on traffic déstined to 
points in southeastern territory taking Ohio River: rates 


or rates related thereto. The increases of 5 cents from 
Arkansas were coincident with like increases from points 
in Texas and Louisiana to Memphis approved in this pro- 
ceeding. 

It is urged on behalf of the Arkansas rice mills, here- 
inafter called protestants, that at the former hearing re- 
spondents offered no specific evidence relating to the pro- 
priety of the increased rates from Arkansas, and that they 
therefore failed to sustain the burden of proof required 
by the statute. A reexamination of the record discloses 
that the local rates on clean rice from Arkansas points 
were not discussed by the witnesses for respondents, their 
position being that the evidence offered in I. & S. 769, a 
copy of which is of record in the present proceeding, 
made it unnecessary to undertake a separate justification 
of the Arkansas situation. For a number of years the 
rates to Memphis from Arkansas had been 7 cents lower 
than from Louisiana, except New Orleans, and from Texas. 
This difference, while not a fixed differential, was sought 
to be preserved in the new adjustment. 

The following table compares the rates and earnings 
per ton-mile and per car-mile from the Arkansas mills 
and from representative points in the rice belt in Texas 
and Louisiana to Memphis under the former and present 
rates. Car-mile earnings are based on a loading of 40,000 
pounds. The average weight of all clean rice shipments 
from the Arkansas mills to Memphis during the season of 
1916-17 was 46,384 pounds: 


Prior to Mar. 3, 1917. 
Earnings Earnings 








per ton- per car- 

Miles Rate mile. mile. 

Cents Mills. Cents. 

| es 103 13 25.2 50.5 
eS a ere 144 13 18 36.1 
CO ee ea ere 112 13 23.2 46.4 
a | ee 109 13 23.9 47.7 
WROMKIOY, APE. o6:c0.cc0seececic 65 13 40 80 
Average from Arkansas.. 106.6 13 24.3 48.7 
Mow Crieeme, TOs. 26 csccccese 396 10 5 10.1 
BE TS as 80st ose wena 463 20 8.6 17.3 
CN. BU boc x cecawinenns ses 445 20 8.9 17.9 
ee ee re 557 20 7.2 14.4 
PEOURTOM, “TOR. <2 cccevescrccns 576 20 6 3 


9 13.9 
Subsequent to Mar. 3, 1917. 
Earnings Earnings 














per ton- per car- 

Miles. Rate. mile. mile. 

ents. Mills. Cents 

Ce, SS. Si wtonsseeccecuse 103 18 34.9 69.9 
EM ek ioxxceearnenes 144 18 25 50 
[ee ee er 112 18 32.1 64.3 
ee a err rr re 109 18 33 66 
WRUGHNOT,, BAM. cscccccesveses 65 18 55.4 110.8 
Average from Arkansas.. 106.6 18 33.8 67.5 
i eS ae © 396 15 7.6 15.2 
EG. ER hoon nuwewen 463 25 10.8 21.6 
oS ee ere 445 25 11.2 22.5 
i er 557 25 8.9 17.9 
PE, ES 6 ao Awsiccscnsaca 576 25 8.7 17.3 


Protestants contrast the above car-mile earnings from 
Arkansas to Memphis with the average earnings of from 
14.3 cents to 18.7 cents per car-mile on all €reight traffic. 
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by the four principal carriers participating in the move- 
ment of rice from Arkansas to Memphis for average hauls 
varying from 175 to 274 miles. They also contrast the 
rate and. average revenue per car-mile on rice from Ar- 
kansas with rates of 8 cents on cottonseed meal and 13 
cents on cottonseed oil from Little Rock, Ark., to Mem- 
phis, a distance of 133 miles, yielding car-mile earnings 
of 33.68 cents on the former commodity and 48.87 cents 
on the latter, based on average weights of 56,000 pounds 
and 50,000 pounds, respectively. 

Much evidence was addressed by the protestants to the 
relative rates on rice, cereals, and cereal products be- 
tween Memphis and Arkansas points. It is said that rice 
is analogous to and competes with such commodities as 
oatmeal, rolled oats, cornmeal, grits, puffed rice, puted 
wheat, corn flakes, and like cereals and cereal products. 

They compare the 18-cent rate from Arkansas milling 
points to Memphis with rates from Memphis to the same 
points, ranging from 10 cents to 13 cents on oatmeal, 
rolled oats, cornmeal, grits, and rolled rye, uncooked 
cereal products, and 13 cents on cereal products as de- 
scribed in the western classification under that title, in- 
cluding puffed rice, puffed wheat, and corn flakes. The 
rate from Memphis to Wheatley on the cereal products 
mentioned is 10 cents. They urge that the maintenance 
of rates on rice in excess of the rates on cooked and un- 
cooked cereal food preparations is improper and show 
that the rates on rice from Memphis, also a rice milling 
point, to southeastern points are in most instances lower 
than the rates on cereal products. 

Protestants also challenge the propriety of the rela- 
tionship between the rates on rough rice and clean rice 
resulting from our former decision in this proceeding. The 
following table shows the rates on rough rice from the 
Arkansas mills to Memphis before and after our order 
in City of Memphis vs. C., R. I. & P. Ry. Co., supra, the 
former and present rates on clean rice, and rates on 
rough and clean rice for comparable distances in Louis- 
iana as prescribed by the Railroad Commission of Louis- 


lana: 
Rough rice. Cleanrice. Louisiana. 
To Memphis Rough Clean 
from— iles. A B C D rice. rice. 
Cents. Cents. Cents. Cents. Cents. Cents. 
Carlisle 10 11 13 18 - 3 


11.5 
11.5 
8.75 


11.05 


Stuttgart 
Wheatley 


Average - 106.6 
A. Prior to City of Memphis vs. C., R. I. & P. Ry. Co., supra. 


B. Subsequent to City of Memphis vs. C., R. I. & P. Ry. Co., 


supra. 
Cc. Prior to Rice from Louisiana and Texas, supra. 


D. Subsequent to Rice from Louisiana and Texas, supra. 

It will be observed that formerly the rates on clean 
rice from Arkansas to Memphis were 3 cents higher than 
the rates on rough rice. This difference was decreased, 
except from Wheatley, upon the effective date of the 
order in City of Memphis vs. C., R. I. & P. Ry. Co., supra, 
but was materially increased when the 18-cent rate on 
clean rice was made effective. Under the present adjust- 
ment the Arkansas-Memphis rate on clean rice is 169.8 
per cent of the rate on rough rice for the average dis- 
tance of 106.6 miles from the Arkansas mills to Memphis, 
whereas in Louisiana the clean rice rates for like dis- 
tances average 115.8 per cent of the rough rice rates. 
The rates on clean rice from Arkansas to 13 represent- 
ative points, principally in central freight association and 
trunk line territories, are shown by protestants to aver- 
age 112.9 per cent of the rates on rough rice to the same 
points. 

As before stated, the respondents offered no affirmative 
evidence upon the former hearing bearing specifically 
upon the reasonableness of the proposed increased ‘rates 
to Memphis from the Arkansas milling points to which 
our attention has been directed in this rehearing. Their 
main justification appears to rest on the fact that the 
increased rates from Arkansas will preserve the relation- 
ship of the Arkansas mills to the milling points in Texas 
and Louisiana. This manifestly presupposes the pro- 
priety of the adjustment whereby the rates from Arkansas 
are 7 cents lower than the rates from Texas and Louisiana. 
Considering the relative distances from the different rice 
milling sections to Memphis and the disproportionate ton- 
mile and carmile earnings on traffic from the Arkansas 
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mills, we cannot say that the propriety of that adj 
ment has been established. The proportional rates , 
Memphis increased to 15 cents following our former fix 
ing are not before us on this rehearing and no complain 
as to them is made. 

Upon further consideration of the record we are, 
opinion and find that the local rates on clean rice fro 
the Arkansas milling points named to Memphis should no 
exceed 15 cents per 100 pounds, and our former ordy 
will be modified accordingly. 


D. L. & W. COAL CASE 


CASE NO. 8867. (49 I. C. C., 203-204) 


DELAWARE, LACKAWANNA & WESTERN COAi Cox. 
PANY VS. DELAWARE, LACKAWANNA & WEST. 
ERN RAILROAD COMPANY. 


Submitted February 8, 1918. Opinion No. 5077. 


Statement in the original report, 46 I. C. C., 506, 509. to the 
effect that the complainant is still a subsidiary of the 
defendant and that the defendant has endeavored in ways; 
lawful and unlawful to give preferences and advantages ty 
the complainant, withdrawn in the light of the further 
facts adduced upon the rehearing, the findings and _ order 
in the original proceeding being in other respects affirmed, 


HARLAN, Commissioner: 

In the original report in this proceeding, 46 I. C. C, 
506 (The Traffic World, August 25, 1917, p. 409), we re 
fused to award reparation for the reasons stated therein, 
The complainant objects to the denial of reparation, and 
the defendant insists that the refusal of an award was 
proper. The principal matter of concern to both parties 
pg the following language in our report, found at pages 
09-510: 


The record shotwvs that when the shipments in question moved 
the complainant was, and that it still is, a subsidiary of the 
defendant, and that the defendant has endeavored in various 
ways, both lawful and unlawful, to give preferences and ad- 
vantages to the complainant. The payment of freight charges 
by the complainant to the defendant seems to have been 
largely the transfer of money from one pocket to another. 
That fact, however, does not simplify or aid the complainant’s 
deraand for an order of reparation. Moreover, an award of 
damages in the present proceeding, from some points of view, 
would simply be an extension, under our authority and with 
our approval, of the practices condemned in the Anthracite 


Case. 


That language was based largely on the facts before us 
in the Anthracite Case, 35 I. C. C., 702 (The Traffic World, 
August 21, 1915, p. 468), the record in which was referred 
to and made a part of the record in this proceeding. The 
history both of the past and present relationship between 
the coal company and the railroad company was fully de 
veloped on the rehearing, and it was made clear that the 
language in question, in so far as it concerns this rela- 
tionship, must be withdrawn as not being justified by the 
conditions existing at the time the report was written. It 
will not be necessary to go into details beyond the mere 
statement that the railroad company owned and still owns 
large tracts of anthracite coal producing lands on which 
it operates a number of colleries; that prior to August 2, 
1909, the carrier also transported the coal and sold it in 
the markets, but since that date, conforming to the de 
cision of the Supreme Court of the United States in the 
Commodities Clause Case, 226 U. S., 324; 228 U. S., 158, 
the output of the collieries has been sold at the breakers 
to the coal company, which was organized by the interests 
controlling the defendant for that purpose. A cash div- 
idend of 50 per cent was declared by the defendant rail- 


road company and distributed to its stockholders, who 


were invited. to subscribe for stock in the coal company 
at par. With few exceptions they did so, the result being 
that practically all the stockholders in the railroad com- 
pany became also stockholders in the coal company, the 
latter being “officered by those who were directing the 
affairs of the railroad company.” This was the situation 
existing at the time the Anthracite Case, supra, was sub- 
mitted for decision by the Commission, on February 1, 
1915. Shortly before our report in that proceeding was 
announced, the Supreme Court of the United States handed 
down its decision in U. S. vs. D., L. & W. R. R. Co. and 
D., L. & W. Coal Co., 238 U. S., 516, as the result of which 
all the officers and directors of the coal company in any 
wise connected with the railroad company resigned and 
new officers and directors having no connection with the 
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railroad company were elected, so that at the present 
time neither company participates in the affairs of the 
other. There was at one time a substantial identity of 
ownership in the stock of the two companies, but on Oc- 
tober 5, 1917, as the record shows, 1,100 stockholders of 
the railroad company owning 155,533 of the 845,540 shares 
of stock outstanding in that company held no stock in the 
coal company; 214 stockholders of the coal company own- 
ing 10,039 of the 131,814 shares of stock outstanding in 
that company owned no stock in the railroad. 

So far as the question of reparation is concerned, noth- 
ing has appeared on the rehearing to require us to mod- 
ify the conclusion announced in the original report or the 
general principles upon which that conclusion is based. 
The order heretofore entered dismissing the complaint 
will therefore stand. 

By the Commission. 


RATES ON IRON ORE | 


CASE NO. 9628. (49 I. C. C., 43-53) 
JOSEPH E. THROPP VS. BESSEMER & LAKE ERIE 
RAILROAD COMPANY ET AL. 

Submitted Jan. 11, 1918. Opinion No. 5027. 

1. Rates for the transportation of iron ore, in carloads, from 
Buffalo, N. Y., and Erie, Pa., to Earlston and Saxton, 
Pa, not held to be, under the emergency conditions now 
existing, unreasonable or unjustly discriminatory. 

2,The jurisdiction of the Commission, 
regulate commerce, as amended, to order the establish- 
ment of through interstate routes, and to fix joint rates 
applicable to such through routes, in a proper case, is 
not defeated by the fact that such routes are composed 
in part of portions of the lines of carriers wholly within 
one state, where the carriers whose lines constitute the 
through routes engage in interstate commerce and main- 
tain local rates applicable in combination to the inter- 
state movement of traffic and between the points of 
origin and destination at issue. 

3. Combination through rates on iron ore, in carloads, from 
Conneaut Harbor, Ohio, via Butler, Pa., to Earlston and 
Saxton, Pa., found unreasonable and unjustly discrimina- 
tory. The defendants required to establish and main- 






































tain reasonable joint rates over through routes for the 
transportation of iron ore, in carloads, from Conneaut 
Harbor, via Butler, to Earlston and Saxston, not to 






exceed those herein prescribed, with the permission that 
the defendants may establish the maximum rates pre- 
scribed from lake ports other than Conneaut Harbor and 
via other routes than those specified. 

4. Reparation denied, when not asked in the complaint or by 
amendment thereto; and an increase in the rates pend- 
ing disposition of the complaint and over complainant’s 
ca is not sufficient to raise an issue as to repara- 
ion. 












Complainant owns and operates at Earlston and Saxon, 
in southwestern Pennsylvania, two so-called merchant 
blast furnaces, in which he manufactures foundry pig iron 
made from iron ore transported ex-lake mainly from Buf- 
falo, N. Y., and partly from Erie, Pa. Earlston, also known 
as Mount Dallas, is the southern junction point of the 
Pennsylvania Railway Company and the Huntingdon & 
Broad Top Mountain Railroad & Coal Company, herein- 
after called the Broad Top road. Saxton is situate on the 
line of the Broad Top road 19 miles northeast of Earlston. 
The movement of iron ore from Buffalo and Erie to Earls- 
ton is purely local to the Pennsylvania Railroad; that to 
Saxton is by way of the line of the Pennsylvania Railroad 
to Huntingdon, Pa., 26 miles northeast of Saxton, the north- 
ern junction of that road with the Broad Top road, and 
thence via the latter to destination. Complainant alleges 
that he has been subjected to the payment of rates for the 
transportation of iron ore frém lake ports to Earlston and 
Saxton which are unreasonable and unjustly discrimin- 
atory. He prays the establishment of just and reason- 
able rates from the ports named and from Conneaut Har- 
bor, Ohio, to both furnace points. 

Rates are stated in amounts per long ton unless other- 
wise indicated. 

It is stated in the petition: 

First. That the Pennsylvania Railroad maintains a rate 
of $1.45 on iron ore transshipped direct from vessels at 
Buffalo and Erie to Earlston and that the Broad Top road, 
jointly with the Pennsylvania, maintains the same rate 
from and to the same points, which rates are alleged to be 
unrezsonable and unjustly discriminatory because of the 
Mainienance of a rate of $1.02 on iron ore from the rail 
of vessel at Erie to Johnstown, Pa., located on the line of 
the Pennsylvania intermediate to Earlston. 

Second. That the nearest lake port to Earlston and Sax- 
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ton is Conneaut Harbor, from which the shortest route is 
via the Bessemer & Lake Erie Railroad, through Butler, 
Pa., and the Pennsylvania, and that no joint rate has been 
published via this. route. 

Third. That the shortest route from Erie is via certain 
lines of the Pennsylvania Company to Shenango, Pa., 
thence via the Bessemer & Lake Erie to Butler, thence via 
the Pennsylvania to Earlston and that no joint rate has 
been published via this route. No testimony was submit- 
ted by complainant in respect of this allegation and it will 
not be further considered. 

Fourth. That the shortest routes via which through 
rates have been published from Erie is via the Pennsyl- 
vania through Corry, Lock Haven, and Tyrone, Pa., to 
Earlston and Saxton; from Buffalo via the Pennsylvania to 
both points. 

Complainant originally averred he is entitled to a joint 
rate via the shortest practicable route 30 cents less than 
the rate of $1.45. Due to the present rate situation and 
further analyses of cost tests hereinafter referred to the 
complaint was amended to pray the establishment of a rate 
of $1.20. 

It-is also alleged in the petition that the present group- 
ing of blast furnace points, whereby Earlston and Saxton 
are included in the eastern Pennsylvania and New Jersey 
lake cargo ore rate group, is illogical and discriminatory. 

The defendants are the Pennsylvania Railroad, Pennsyl- 
vania Company, the Broad Top road, and the Bessemer & 
Lake Erie Railroad. The latter, in its answer, states that 
it has never been requested to publish, and does not now 
publish, rates on iron ore, carloads, from Conneaut Harbor 
to Saxton and Earlston. Section 15 of the act empowers 
the Commission to establish through routes and joint rates 
“whenever the carriers themselves have refused or neg- 
lected to establish voluntarily such through routes,” etc. 

In a previous petition filed by the same complainant, 
Thropp vs. P. R. R. Co., 23 I. C. C., 497 (The Traffic World, 
June 1, 1912, p. 1077), the reasonableness of the group 
rate of $1.45 on iron ore from Buffalo to Mount Dallas and 
Saxton and points east thereof, and whether or not it was 
unduly preferential of eastern Pennsylvania furnaces, par- 
ticularly Pottstown, Swedeland and Chester, were involved. 
Upon the facts of that record, the $1.45 rate which ap- 
plied on ore handled direct from vessels to cars was found 
not shown to be unreasonable or unjustly discriminatory 
and the grouping was not condemned. The Commission in 
the report in that case expressed the view that much of 
complainant’s alleged disadvantage appeared to be due to 
the adjustment of import rates from Philadelphia, Pa., which 
rates the complaint did not attack. The case was, there-° 
fore, held open to permit of a readjustment of the import 
rate from Philadelphia to Earlston and Saxton and in the 
event no adjustment was made, complainant was to be al- 
lowed to amend his complaint. The defendants in that 
euse reduced the rates on import ore 5 cents, but as com- 
plainant’s furnaces are not organized to handle foreign 
ore, the reduction afforded no relief and as the rate of real 
importance to complainant is that on iron ore from the lake 
ports, no amendment was filed. No import ore now moves 
to points west of Harrisburg and rates thereon are merely 
paper rates. However, when complainant found that the 
Commission had made a general investigation of iron-ore 
rates from the lake ports to various destinations, Iron Ore 
Rate Cases, 41 I. C. C., 181 (The Traffic World, Sept. 9, 
1916, p. 581); 44 I. C. C., 368 (The Traffic World, May 5, 
1917, p. 977), he filed the present complaint. 


Following the Fifteen Per Cent Case, 45 I. C. C., 303 
(The Traffic World, July 2 and July 14, 1917), the rates 
for the transportation of so-called direct ore from Buffalo 
and Erie to Earlston and Saxton were increased to $1.60. 
The former rates of $1.45 had been in effect for 10 years. 

The defendants do not publish joint rates on iron ore 
from Conneaut Harbor to Earlston and Saxton. The 
Bessemer & Lake Erie maintains from that port a com- 
modity rate of 85 cents on so-called “direct” iron ore, in 
carloads, from rail of vessel to Butler, which includes a 
transfer charge of 6 cents per long ton, which transfer 
charge that carrier absorbs. There are no commodity rates 
on iron ore in effect from Butler to Earlston and Saxton. 
In the official classification, which governs from Butler 
to Earlston and Saxton, iron ore, in carloads, is rated sixth 
class, minimum weight 56,000 pounds, per long ton same 
as 2,000 pounds. The Pennsylvania Railroad has on file 
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with this Commission tariffs which name a sixth-class rate 55 cents to the Leetonia group, average distance, 905 ‘ 
of 13.5 cents per 100 pounds from Butler to Earlston over miles; a rate of 64 cents to the Midland group, AVerage (2 — 
the lines of that carrier, and a joint sixth-class rate of 13.5 distance, 111.2 miles; a rate of 76 cents to the Pittsburgh. ony 
cents per 100 pounds, applicable over the lines of the Penn- Wheeling group, average distance, 135.2 miles, anc a rate “ r 
sylvania Railroad and the Huntingdon & Broad Top Moun- of 88 cents to the Johnstown group, average distance, 1g9,fmt0 “47 
tain Railroad & Coal Company, from Butler to Saxton; miles. Josephine, Scottdale and Dunbar are in the Johns. The 8! 
both of these rates are applicable on interstate traffic. A town group. Johnstown and the other points mentiong not “_ 
combination of intermediate rates makes a through rate of in its group are, as are Earlston and Saxton, located iy Barls . 
$3.85 per long ton applicable on iron ore, in carloads, from the southwestern quarter of Pennsylvania. At the time a 
rail of vessel from Conneaut Harbor, via Butler, to Earls- the previous complaint was filed there were furnaces a ~— 
ton and Saxton. Riddlesburg, near Saxton, and at Orbisonia, which is gy om 
In Iron Ore Rate Cases, supra, we prescribed to the the East Broad Top Railroad & Coal Company, about % ae f 
group which includes Johnstown, a rate of 88 cents, ap- Miles due east of Saxton. The only other furnace jn yl 
plicable only from the tracks of the line-haul carriers at Southern Pennsylvania, west of Harrisburg, was at Nev. oh tt 
the lake ports, after the ore has been loaded into the cars, port. The furnaces at Orbisonia have been dismantled ant 
to the points of interchange with private industry tracks In the northwestern quarter of the state, other than at nal 
at destinations, from Conneaut Harbor via the Bessemer & Erie, there were furnaces at Punxsutawney and Dubois, ieee 
Lake Erie and the Pennsylvania. This rate, plus 6 cents Which had on ex-lake ore a rate of 60 states; at Beliefonte, “ sr08 
per ton for transfer charges from the vessel to the car, to which the rate was $1.15, and at Emporium, to which rn i 
amounted to 94 cents, or 8 cents less than the rate which the rate was 75 cents. The furnaces at Bellefonte have ty the 
was in effect from Erie to Johnstown at the time the com- been scrapped. Other than eastern furnaces, complainant PY. 
plaint in this case was filed. Under the Fifteen Per Cent competes with the western Pennsylvania furnaces located aie 
Case, supra, this rate and charge have been increased to at Josephine, Dunbar, Scottdale, Punxsutawney, Dubois and a wae 
an aggregate of $1.09. Emporium. The Pennsylvania reaches all these points ies ¢ 
Exhibits of constructive rates based on cost of service and Josephine, Dubois and Punxsutawney are also served Seristi 
tests, similar to those presented in Iron Ore Rate Cases, by the Buffalo, Rochester & Pittsburgh Railway Company, mantel 
were submitted by a witness for complainant in the pres- Which is not a party defendant here. 


: Com 
ent case. The tables of such constructive rates exhibited There are no furnaces in the northeastern quarter of § y.:ho 
in Iron, Ore Rate Cases were discussed on pages 274 to Pennsylvania. show 1 
281, both inclusive, of 41 I. C. C. The method pursued in At the time the former complaint was filed there were § Saxton 


preparing the exhibits of constructive rates in the present only 6 furnace stacks west of Harrisburg and east of § miles ; 
case was the same, except in minor particulars, as that Johnstown and about 60 east of Harrisburg. Now there The 
used in the other cases and it seems unnecessary to dis- are 62 stacks in southeastern Pennsylvania and 4 at Earls § @ Lak 
cuss the present exhibits in detail here. It is sufficient for ton, Saxton and Riddlesburg. The Earlston and Saxton § jivisio 
the present purposes to say that complainant shows the fyrnaces are grouped with the central Pennsylvania and gescer 
distance from Conneaut Harbor to Earlston via Butler to New Jersey furnaces. This group, which has been in effect paralle 
be 288.8 miles, and the cost per gross ton, plus the average 95 or 30 years, extends from Earlston and Saxton in theMare bu 
per cent of profit, for transporting iron ore over this route west to Wharton, N. J., and Chester, Pa., in the east. All Railro: 
as 90.09 cents. The constructive rate exhibited in the jhe points within the group take the same rate, $1.60, onthe Px 
Iron Ore Rate Cases to be applied for transportation from yon ore from the lake ports. The distances to points in any st 
Conneaut Harbor to Johnstown was 75 cents. As we have the group run as low as 218.3 miles from Buffalo to New route 
seen the Commission fixed a rate of 94 cents, or 19 cents perry, Pa., to as high as 492.5 miles from Buffalo to Harti-® |arge 
more than the constructive rate, and that rate has since son, ‘'N. J. Via the Pennsylvania Railroad direct the dis ®@ Erie ¢ 
been increased by 15 cents per ton. Adding similar fac- tance from Buffalo to Earlston is 315.3 miles; to Steelton,M nage 
tors, i. e., 15 and 19, to the constructive rate from Con- 96 miles east of Harrisburg, 315.8 miles. The center offare ta 
neaut Harbor to Earlston, complainant asserts the rate ithe group is between Harrisburg and Coatesville, which provid 
from Conneaut Harbor to Earlston should not exceed  jatter point is 383.3 miles from Buffalo. The weightedBried o: 
$1.2409. average distance from Buffalo for the year 1916 computed B of the 
In another exhibit it is indicated that the cost per gross on tonnage transported by or via the Pennsylvania only § pears, 
ton for performing the service from Conneaut Harbor to io all points in the group, was 351 miles. The distance J tercha 
Earlston is but 56.36 cents. Admitting that cost of service from Erie to Earlston via the Pennsylvania is 342.4 miles; Cont 
tests result in mere approximations of reasonable rates, to Steelton, 342.9 miles; the weighted average distance, Band Jc 
complainant contends that if the carriers were permitted considering only tonnage transported by or via the Penn-} of lak 
100 per cent profit over the above-stated cost, a rate of sylvania, to all furnaces in the eastern district, 389.9 miles. J cargo 
$1.13 would be obtained, thus demonstrating the unreason- Complainant shows that the average distances from the § compl: 
ableness of the present rate. lake ports of Buffalo, Erie and Conneaut Harbor to the f ton ar 
Complainant also approaches the question of what is the furnace points in southeastern Pennsylvania and New Jer: ff plaina 
reasonable rate for this transportation from another angle. sey are: From Buffalo, 352.8 miles; from Erie, 393.6 miles, f but a 
The distance from Cleveland, Ohio, to Pittsburgh, via the and from Conneaut Harbor, 436.5 miles, exceeding those § trict. 
Pennsylvania, as shown by an exhibit offered by a witness to Earlston, Saxton and Riddlesburg from the same ports In tl 
for the Pennsylvania, is 139 miles, and the aggregate charge by 538, 65.8, and 142.5 miles, respectively. stated 


on iron ore from and to these points when handled direct In the apportionment of the state of Pennsylvania into 

from vessel to cars was, prior to the advance authorized in ¢eqeral judicial districts Earlston and Saxton are in the an. 
the Fifteen Per Cent Case, 82 cents. The distance from western district of the state. In respect of the transpor- [ vania 
the same lake port to Johnstown is shown as 215.7 miles, tation of pig iron to New England points, Earlston, Joseph: f} "0 raté 


or an excess of 77 miles over Pittsburgh, for which the jne, Johnstown, Scottdale and Dunbar, among other points, "84rd 
differential is but 12 cents. The distance from Johnstown ake the same rate, $2.48, while the furnaces in aaa — 
to Earlston is 90.5 miles or 75 miles, dependent upon the 


é ennsylvania and New: Jersey, east of Newport, take a —& But tt 
route, and yet for this similar excess distance the differ- ene rate of $2. wh P that n 


i : , : In other words, although Earlston and FF }.¢,, : 
ential Earlston over Johnstown is 51 cents. Disregarding gaxton are differentially 51 cents higher than Johnstown ) at Jon 
the principle that normally the earnings per ton per mile 


in the transportation of iron ore from the lakes, they are Ff Catloa 
derived from a rate should decrease as the distance an : 4 


- : . : grouped with Johnstown as to pig-iron rates to New Eng: ot. a 
article is transported increases, complainant shows that land; and while Earlston and Saxton are grouped with f Butler 
if the earnings per ton-mile from the rate from the lake gastern furnaces as to rates on iron ore, they are compelled JM from 
ports to the Johnstown group, average distance 188.4 miles, to pay 48 cents more than such eastern furnaces in the — 
were applied to the distance from the lake ports to Earls- transportation of their product. It is said that the rates FF imprac 
ton, the rate obtained would be $1.18. on pig iron from Johnstown and the other points taking J to Joh 

In Iron Ore Rate Cases the Commission prescribed for the $2.48 rate are influenced by the short route of the Hov 
the line-haul service only, from certain designated lake Buffalo, Rochester & Pittsburgh Railway directly north § ment, 
ports, a rate of 50 cents for the line haul in the transpor- yja the Genesee River route and New York state lines. route 
tation of iron ore to the Youngstown group, average dis- The total tonnage of iron ore transported by or via the Bi thenc« 
tance based on furnace capacity and short-line distances, Pennsylvania from Buffalo to all the eastern furnace points JM riers 
as shown by complainant’s witness, 61 miles; a rate of jn the year 1916 was 1,181,802 gross tons, of which 512; specif 
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we 80.5 925 tons were shipped to Steelton. The total tonnage from designated, so long. as such other routes were equally ad- 
tte frie moving via the same routes was 910,621 tons, of which vantageous and satisfactory to the shippers. The Penn- 
33,934 tons went to Steelton. The tonnage transported sylvania Railroad and the Pennsylvania Company jointly 


- ae io Earlston and Saxton in the year 1916 was 68,000 tons. have published the prescribed line-haul rate of 88 cents 
ne han The grades encountered in transportation to Steelton are from Ashtabula Harbor and Cleveland, Ohio, to Johnstown. 
vill not so severe as those prevailing in the movement to It is immaterial to the complainant whether the defend- 
cated farlston. The Pennsylvania contends that Earlston and ants, or any of them, transport the ore from Conneaut 
the time gaxton, although geographically on the western edge of the Harbor or from some other port so long as the Commis- 
n ces ; eastern Pennsylvania blanket, are practically equidistant sion fixes the rate on the basis of the route via Butler. 
ch is Ij from Buffalo and Erie with such a centrally located and And the Pennsylvania argues, therefore, that there is no 














































































predominant point as Steelton; and, tonnage, location and bona fide desire on the part of complainant to open the 
more favorable grades considered, that point has as much route via Butler, but that the shorter distance over it is 
or more reason to demand a reduction in rates from Buf- merely used as a basis for the argument that the rate 
falo than Earlston and Saxton. The Pennsylvauia con- from the other lake ports from which complainant re- 
tends that if it were compelled through reductions in the ceives its tonnages should be reduced. 
rates from Buffalo and Erie to Earlston and Saxton, to The defendants, other than the Bessemer & Lake Erie, 
reduce the rate to Steelton, the Philadelphia & Reading _ rely on the correctness of the previous decision, in which 
Railroad, which also serves Steelton, would doubtless re- the issues were almost identical to those in the present 
duce its rate to the same extent‘and would necessarily ap- case, in which we held that the rate of $1.45 from Buffalo 
ply the reduced Steelton rate to such intermediate points was not shown to be unreasonable or unjustly discrim- 
as Reading and Lebanon, which would in turn force a re- inatory and that the grouping should not be condemned; 
duction in the rate of the Pennsylvania to the latter point. that the existing conditions do not require a different con- 
A witness for the Pennsylvania testified that reductions in clusion, but that, in fact, transportation costs have in- 
rates consequent upon a decrease in rates on iron ore to creased and complainant’s product is worth more than 
Earlston and Saxton would affect a tonnage of approx- ever before; on the disruptive effect of any reduction in 
imately 5,000,000 tons a year. the rates to Earlston and Saxton; on their ability to han- 
: Complainant shows that the distance from Conneaut’ dle traffic through Buffalo and Erie and the fact that the 
arter of Harbor to Earlston via Butler is 288.8 miles. Defendants facilities at Conneaut Harbor for handling ore are taxed 
show the distance as 285.3 to Earlston and 292.8 miles to to their capacity; on the alleged inefficiency and imprac- 
re were B® Saxton. The distance from Buffalo to Earlston is 312.4 ticability of the route via Butler; on the argument that 
east of B miles and from Erie 340.4 miles. the request to open the Butler route is simply a factitious 
w_ there The Pennsylvania’s witness testified that the Bessemer basis for the claim for the use of a lesser unused mileage 
it Earls: § ¢ Lake Erie crosses the Butler branch of the Conemaugh which should not properly be considered in determining 
Saxton § division of the Pennsylvania Railroad overhead; that on the measure of the rates via operative routes and on the 
nia and # descent to grade the tracks of the Bessemer & Lake Erie diminution of revenue consequent upon any reduction in 
in effect B parallel those of the Baltimore & Ohio Railroad; that there’ the rates. 
| in the Bare but two small interchange tracks of the Pennsylvania Our attention is directed to the ton-mile earnings from 
ist. All® Railroad at Butler and that there is no storage space of Cleveland to Johnstown derived from the line-haul rate 
1.60, ol the Pennsylvania Railroad there for the interchange of prescribed by the Commission in Iron Ore Rate Cases plus 
oints inf any substantial amount of traffic. It is stated that that 15 cents per ton permitted in the Fifteen Per Cent Case 
to New route would be impracticable and inefficient; and that compared with the earnings derived from the line-haul 
) Harti-P large sums of money have been expended at Buffalo and_ rate of $1.54, $1.60 minus the transfer charge of 6 cents 
the dis Erie to provide facilities which can handle a larger ton- per ton, from Buffalo to Earlston. This is considering the 
teelton, nage of ore than is now moving, whereas the other ports destination points divorced from their groups. In the first 
nter of are taxed to their capacity. The interchange facilities instance, the ton-mile earnings are, for a gross ton, 4.77 
, which provided appear to be sufficient to permit traffic to be car- mills; in the second, 4.88 mills. As one of the terminal 
eighted Bried on joint through rates, as is evidenced by the tariffs charges, that for dock services has been provided for, the 
mputed fof the defendants on file with us, and, as subsequently ap- principle of decreasing ton-mile earnings with increased 
ia only pears, have in the past accommodated a considerable in- distance of transportation is not to that extent applicable. 
istance § terchange of tonnage at Butler. On this latter basis it is apparent that the rates to Earlston 
miles; Contrary to the condition obtaining from the Pittsburgh and Saxton are unreasonable and unjustly discriminatory, 
stance, F and Johnstown districts, there would be no return loading but not to the extent alleged by complainant. 
» Penn- fof lake cargo coal from Earlston and Saxton. No lake AITCHISON, Commissioner: 
) miles. F cargo coal originates in the Broad Top coal district, but The foregoing report follows closely that proposed by 
ym the complainant contends that the cars made empty at Earls- the attorney-examiner and served upon the parties, with 
to the § ton and Saxton, if not used in the transportation of com-  sych changes as seemed to be required by our examination 
2w Jer- plainant’s products eastward, would have to move empty of the record. To that proposed report the Pennsylvania 
; miles, f but a short distance to get into the lake cargo coal dis- Railroad Company and the Pennsylvania Company filed 


rnace jp 
at Ney. 
smantled, 
than at 
Dubois, 
>liefonte, 
tO which 
ite have 
|plainant 
; located 
bois and 
© Points 
0 served 
ompany, 


| those & trict. ; exceptions, which have been fully heard. The material 
> ports In the supplemental report in Iron Ore Rate Cases, it was exceptions are directed to the conclusions suggested by 

stated: the attorney-examiner that the rates from Conneaut Har- 
ia into bor to Earlston and Saxton are unreasonable and ‘unjustly 


: The carriers objected to establishing rates prescribed from ‘ imi . 
in the Conneaut Harbor through Butler and thence over the Pennsyl- discriminatory, and that the _defendants should be Fe 
inspor F vania to Johnstown, and in the tariffs proposed by the carriers 4uired to establish and maintain through routes and joint 
oseph- — no rates over this route are shown. The Bessemer & Lake Erie rates from and to said points. No material error in the 


: regards the route as a practicable one and said upon the sup- j 
8, : : : : . 
ane plemental proceedings that if rates over it were required by the statement of facts was pointed out P 
we ra gr egger | it sey geen gene = a ol ayy = them. Our authority to require the establishment of the pro- 
ake a e other lines do not regard it as practicable, and assert j j he 
yn and that no ore has ever moved over it nor have such rates ever posed through routes and joint rates is challenged ~ t . 
been published. The Cambria Steel Company, having a plant Pennsylvania Railroad Company and the Pennsylvania 


stown § at Johnstown, asgerted upon the supplemental proceedings that Company on the ground that such routes involve the use of 


ey are carload and less-than-carload rates on certain commodities are : j j ing- 
, Eng: in effect in both directions over that route; that the Pennsyl- the lines of the Pennsylvania anne Pane an rag 
vania and the Bessemer & Lake Erie have adequate tracks at don & Broad Top Mountain Railroad & Coal Company fo 


with § Butler: and that in the past carload traffic has actually moved hauls performed over those lines wholly within the state 


elled §} from Johnstown to Conneaut Harbor in no small volume. i i jecti i 
“ the |) These siatements were not controverted by the carriers, and of Pennagivants. TEiy CAPSS Ses Hee Sar De See 


rates no reason has been disclosed for holding the route to be an time in the exceptions to the proposed report, and the 
i impracticable one for the purpose of fixing reasonable rates following language used by the United States Supreme 
a ee ee eee. en ee Court in St. Louis S. W. Ry. Co. vs. United States, 245 U. 
: = However, the Commission in its order in the supple- §., 136, is quoted in support thereof: 
a Seneee requiring the establishment of a through Whether a carrier engaged solely in intrastate commerce 
’ Toute «ia the Bessemer & Lake Erie through Butler and could be compelled by Congress to enter interstate com- 
a = thence over the Pennsylvania Railroad, permitted the car- merce; or even whether a a. see sntered tate somes 
= i t i i i t commerce, may be ‘ 
5135 aotioll » establish the rates vis wget routes than those we lane Oe occasion to consider; for the complaining carriers 
oe" Be Specificd or from other lower Lake Erie ports than those had voluntarily entered into the particular class of inter- 
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state _iremaree with Paducah to which alone the order delphia and Baltimore percentages of commodity rz-tes on 
eee. such articles from Pittsburgh. Thus Chicago wi’! take 


But the court also said: 100 sixtieths of the Pittsburgh rate; Cincinnati, %7 giy. h 
: ss “ 1X. It ha 

No reason appears why the regulation might not take the % : ae 
form of compelling the substitution of a joint rate for a tieths; Portsmouth, Ironton and Ashland, 77 sixticths of ment S: 


through rate made by a combination of local rates—or by : . 
a combination of a local rate with a joint rate to an inter- the Pittsburgh rate. The carriers proposed removing the expense 


mediate point. prejudice against Chicago, Cincinnati and the other points mitteen 


This is the very thing proposed in the instant case—to mentioned by ‘maintaining the full fifth class from Chicago whose ! 
substitute a reasonable maximum joint through rate for a and Cincinnati to New York; increasing rates fron: Pitts. to help 
a — pe gg bad " em noch ge te wed 2 burgh, Cleveland and Youngstown to fifth class, and mak [i yhose : 

, ina- . 
aaa propel untieahin on am nn in poner Pons Con- ing the rate from Buffalo the same as from Pittsburgh, services 
neaut Harbor to Earlston and Saxton, by way of Butler, are OF two cents higher than fifth class from that ciiy; ap Bain a: 
now in effect over the lines of the defendants, and from plying split differentials to Philadelphia and Baltimore gotiatin 
the tariffs before us it is evident that the through routes and the regular differential of three cents to Boston from eat 


sought by complainant do in fact exist. The proposed F «oi : - 
routes do not embrace substantially less than the entire = points of —— other than Pittsburgh and yaa, on the ral 
length of the defendants’ lines which lie between the ter- Which differentials of 2.5 and 1.5 cents over New York siving 


mini of the proposed routes. .The fact that some por- were proposed. Railroa 

tions of the lines composing the through routes are wholly Commissioner Meyer, who wrote the report, from which 

within one state is not sufficient to defeat the application Commissioner Hall dissented, -said the Commission could 

of the power conferred upon the Commission under section : : ; : ‘ 

15 of the act to regulate commerce, as amended, to estab- ‘S€® nO reason for split differentials if class rates were 

lish through routes and prescribe reasonable maximum to be restored to Pittsburgh and Cleveland. expense 
’ joint rates, where, as in this case, such carriers are sub- oa 

ject to our jurisdiction and maintain local rates applicable 

to the interstate traffic involved. Baer Bros. Mercantile LIVE POULTRY RATES quired 

Co. vs. Denver & R. G. R. Co., 233 U. S., 479. The Trafic World Washington Bureau. § There 


The report and conclusions proposed by the attorney- . — 7 5 ; ‘ ee ; 
examiner, revised as above set forth, and as herein sup- In No. 8579, Live Poultry and Dairy Shippers’ Trafiie Hing bac 
plemented are adopted as and for the report and findings Association vs. the Santa Fe, the Commission April 4 held Bist th: 


of the Commission. that the carriers have justified third class on live poultry ment b 
Upon consideration of the whole record we find that the jn Western Trunk Line and trans-Missouri and Oklahoma Mchargea 


present rate of $1.54 for the line haul, plus the transfer ; a : : ; aa : 
charge of 6 cents, aggregate rate $1.60, for the transporta- territory to destinations in those territories and points Bjntersts 
east. Commodity rates from Texas are not shown to be §pirecto 


tion of iron ore, carloads, from Buffalo and Erie to Earlston 
and Saxton, has not been shown, under the present emer- unreasonable or unduly prejudicial. The compl? int is Bthere i; 
gency conditions, which were considered in the Fifteen dismissed. . the law 
Per Cent Case, to be unreasonable or unjustly discrim- 
inatory. We further find that the combination through respons 
rates on iron ore, carloads, from Conneaut Harbor to RATES ON FIRE BRICK betweer 
Earlston and Saxton are unreasonable and unjustly dis- The Trafic World Washington Bureau, potculal 
criminatory, and we are of the opinion and find that de- ; ; 
fendants Bessemer & Lake Erie Railroad and Pennsylvania In a tentative report on a supplemental proceeding in The | 
Railroad Company should be required to maintain and ap- No. 8483, A. P. Green Fire Brick Co. vs. Chicago & ought 1 
ply. reg where tye el _— ar ger vs ~~ Alton et al., Attorney-Examiner Mackley recommends one 
er, to Earlston, an ose defendants an e Huntingdon : : q 
& Broad Top Mountain Railroad & Coal Company should that rates on fire brick from Mexico, Mo., to Central evident 
be required to maintain and apply, over a through route Freight Association territory be made two cents higher Blishing 
from Conneaut Harbor, via Butler, to Saxton, joint rates than from St. Louis to destinations on and south of the vided r 
set rn. , a ner CS eae oaty line of the Vandalia and 1.5 cents higher to destinations — 
rom the tracks o e line-haul carrier at Conneau ar- ‘ 2 unctio! 
bor, which would be a reasonable and nondiscriminatory north of the rails of that hannlechtans ' tion—fc 
maximum rate via those routes. This line-haul charge, No change in the relationsip of rates between Mexico Boe dire 
added to the transfer charge of 6 cents per long ton in and St. Louis to destinations in Louisiana and Texas factiviti 
effect at Conneaut Harbor, would amount to $1.43%4 per will be required if the Mackley report is accepted. To §but wh 
long ton. However, following the permission granted to 4 jarge number of points in Kansas, Iowa and Nebraska, §™2t 
the carriers in Iron Ore Rate Cases, the defendants herein . . is when 1 
may establish this rate via other routes than those spe- Mexico is to take two cents under St. Louis. To Albert Bien py 
cified or from other lower Lake Erie ports than Conneaut Lea, Minneapolis, Duluth, Rochester, Mankato and Mal: Bfor exa 
Harbor to Earlston and Saxton. shall, Minn., Mexico is to take one cent under St. Louis. §of traff 
Complainant makes a plea for reparation, although repa- 9 Battlesville and Blackwell, Okla., Mexico is to take gY¢vient 
ration was not asked in the complaint or by amendment to Officers 
the complaint in that respect. He claims that as the rates ‘wo cents over St. Louis. salaries 
have been increased since the complaint was filed in disre- Mexico is to have the two-cent advantage at the following §rather 
gard of it and over his protest, the Commission has, in typical points: Independence, Fort Scott, Chanute, Coffey- §(e) for 
effect, amended, of its own motion, the original complaint _yjjJe, Pittsburg, Winfield, Arkansas City, Kingman, Eldorado, Bitte cor 
to pray reparation. Obviously, this position is untenable Wichi ia. H - 7 Isworth pany, | 
and does not raise an issue as to reparation. ichita, Emporia, Hutchinson, Topeka, Big Bend, Ellsworti, voted t 
An appropriate order will be entered. Salina, Concordia, Kan.; Council Bluffs, Sioux City, DeS Beyamp) 
Hall, chairman, dissents. Moines, Fort Dodge, Ottumwa, Marshalltown, Mason City, the pre 


Oskaloosa, Cedar Rapids and Waterloo, Ia.; Lincoln, Fre tracts 9 


IRON AND STEEL RATES mont, Grand Island, Fairbury, Beatrice and Omaha, Neb. § It wi 


SOS ful stu 
The Traffic World Washington Bureau. CHANGES IN DOCKET. Denses 


ch 
In No. 9380, Pollak Steel Co. vs. B. & O., the Commis- The argument set for Washington April 4 in No. 9714, ~ 


sion April 4 ordered the carriers to establish by July 1 Pelican Lumber Co., Inc., vs. S. & P. et al., was canceled. Band th; 
rates on billets, iron and steel taking billet rates, and The argument in No. 9804, Hall-Zimmerman Coal Co. v5. Will be 
iron and steel taking fourth, fifth and sixth class in Official P., C., C. & St. L. et al., and No. 9804, Sub-No. 1, Indiana govern: 
Classification territory from Chicago, Cincinnati, Ports- Creek Coal & Mining Co. vs. Same, set for Washington B’@ount 
mouth, Ironton and Ashland to Boston, New York, Phila- April 6, has been postponed. April 1 
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April 6, 1918 


POLICY TOWARD EXPENSES 


The Trafic World Washington Bureau. 


It has struck Director-General McAdoo that the govern- 
ment should not pay the salaries and office and traveling 
expenses of chairmen of boards of directors, executive com- 
mitteemen, industrial promotion agents, traffic officials 
whose functions are to obtain business rather than merely 
to help the public get its traffic moved, retired officers 
yhose salaries have been continued because of their past 
services rather than the need of them for current opera- 
tim, and counsel who are, for instance, engaged in ne- 
gotiating with the Railroad Administration for the mak- 
ing of contracts under which the government is to operate 
the railroads. Therefore, he has issued Circular No. 17, 
giving railroads notice as to his thoughts; also that the 
Railroad Administration has this subject under considera- 
tin and will continue to have it under consideration “and 
that in clear cases the government may charge back 
against the company any amounts charged into operating 
fexpenses on and after April 1, 1918, for the salaries and 
ofice and traveling expenses of officers who are not re- 
quired to conduct railroad operations.” 


There is a thought that perhaps when there is a charg- 
ing back of such amounts, some railroad company will in- 
sist that all expenses incurred up to the time of agree- 
ment between the government and itself will properly be 
chargeable in accordance with the accounting rules of the 
Interstate Commerce Commission, regardless of what the 
Director-General may think on the subject, because, until 
there ig an agreement the terms of which have been fixed, 
the law theory would be that the government made itself 
responsible for everything that took place during the period 
between seizure and the making of an agreement. The 
circular on the subject is as follows: 


The Director-General is of opinion that the government 
ought not to pay the salaries and office and traveling ex- 
penses of officers whose services are not reasonably re- 
quired for the operation of the railroads. It is of course 
evident that in the past the railroad companies, in estab, 
lishing and maintaining their staffs of officers, have pro- 
vided not only for the actual necessities of operation, but 
in addition have provided (a) for financial and corporate 


functions beyond what is necessarily connected with opera- 
tion—for example, functions calling for chairmen of boards 
of directors and of executive committees, etc.; (b) for other 
activities in which the company may be lawfully engaged, 
but whose operation is not to be conducted by the govern- 


ment;- (c) for operating functions which were natural 
when railroads were operated under the competitive sys- 
tem, but which are unnecessary under existing conditions— 
for example, traffic functions connected with the obtaining 
of traffic rather than with the giving of adequate and con- 
venient information and assistance to the public; (d) for 
oficers who have practically retired from service and whose 
salaries have been continued because of their past services 
rather than because of their need for current operation; 
(e) for counsel whose services have not been needed for 
the conduct of ordinary operating activities of the com- 
pany, but who to a large extent, if not entirely, have de- 
voted themselves to matters of a corporate character (for 
frample, many of whom are now devoting themselves to 
the problems in connection with the making of the con- 
tracts with the government for the use of the railroads). 


It wil! be necessary for the government to make a care- 
ful study to determine the extent to which operating ex- 
Penses under government control should be relieved of 
charges for the salaries and office and traveling expenses 
of officers not necessary to c@rry on operating functions, 
and this circular is to give notice that this subject is and 
will be under consideration, and that in clear cases the 
sovernment may charge back against the company any 
amounts: charged into operating expenses on and after 
April 1 1918, for the salaries and office and traveling ex- 
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penses of officers who are not required to conduct railroad 
operations. 

This policy will not affect the positions of any officers 
whom the company itself may desire to continue to pay 
out of its own funds, but who are not necessary to railroad 
operations. 

It is the purpose of the government to carry out the 
above policy in a reasonable and considerate way and not 
to disturb unnecessarily the operating forces of the rail- - 
roads. In general it is anticipated that the rank and file 
of railroad officers are needed for the conduct of the com- 
pany’s business and that practically all railroad employes, 
as distinguished from officers, can be continued in service 
even though the offices in which they now work may no 
longer be continued. It is believed that the readjustment 
of operating charges above suggested will be called for 
almost, if not entirely, with reference to general officers of 
the character illustrated by clauses (a) to (e), whose 
functions are not necessarily. connected with operation. 


WHAT IS A COMMON CARRIER? 


The Trafic World Washington Bureau, 

An order to the presidents of class I and class II roads, 
issued by Regional Director Smith, under date of March 
25, is attracting attention among those who have been 
wondering if federal control means, among other things, 
a reversal of everything done by the Commission in dis- 
posing of disputes between trunk lines on one side and 
shippers and short-line railroads on the other. It directs 
the presidents to report to him the names of the switch- 
ing, terminal and industrial railroads connecting with their 
rails, together, if possible, with the designation of the 
controlling interest. 

“Please indicate for each road whether or not it is re- 
garded by you as a common carrier engaged in general 
transportation business; also the allowances or divisions 
paid to each in 1917; the rates and bases.” xe 


The language in quotation marks has attracted atten- 
tion because it calls for an expression of opinion by the 
reporting president on a matter that cannot be settled by 
him or any other person—namely, as to whether a rail- 
road is a common carrier. That was the essence of the 
dispute which created the tap line and the industrial rail- 
way cases, the first of which went to the Supreme Court, 
where the Commission was overturned. The industrial 
railways case was modified by the Commission to conform 
to the principles laid down by the Commission in the 
tap line decision. 

Inasmuch as no use for that information, other than 
a resumption of the effort to condemn all branch lines 
and short roads, except those owned by the trunk lines, 
as not being common carriers can be imagined, the con- 
clusion is that something of that kind must be in the 
wind. Commissioner Harlan has never given any public 
indication that he agrees that the Supreme Court made 
a wise decision in the tap line case. It is doubtful 
whether Associate Justice Brandeis would. admit that his 
colleagues acted within the law when they held that the 
test as to whether a railroad is a common carrier is what 
it holds itself out to do for the public, rather than what 
it actually does. But that is the law as declared by the 
Supreme Court, and there has been no such change in 
the composition of that court as to lead anyone to be- 
lieve there might be any modification of the decision if 
the issues were again presented to it. 

A different use for the information could be suggested 
if the Railroad Administration construes the control stat- 
ute to give it any discretion in the matter of retaining the 
short lines that may not have asked to be freed from the 
seizure announced by the President’s proclamation. How- 
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ever, according to the men representing the short lines, 
such a construction of the statute would violate every 
rule for construing a statute that has any application to 
the supposed conflict in the statute. The short-line men can 
see no purpose in the order other than the laying of a 
foundation for depriving the short lines of the benefits of 
the ‘tap-line decision to an even greater extent than had 
been accomplished by the orders of the Commission re- 
quiring tap lines to short-haul themselves if they wished 
to deliver tonnage to their nearest trunk-line connection, 
the short-hauling being accomplished by a limitation on 
the power of the trunk line to pay divisions. 


PROTECTION OF PROPERTY 


The Trafic World Washington Bureau. 
Director-General McAdoo, March 30, in circular No. 14, 
announced the creation of a section for the protection of 
railroad property and property of shippers in transit. It 
is to enforce rigorously the federal law against theft from 
ears, stations, sidings and wharves and to take all neces- 
sary measures in co-operation with carriers to prevent 
loss from this cause, which in past years has been enor- 
mous. Philip J. Doherty is appointed manager of the 
section. The circular says: 


Full cooperation with this section is required from all offi- 
cers and employes of the railroads, and special agents or secret 
service men employed by the carriers are especially required 
to cooperate with this section, both in preventing and investi- 
gating thefts, making arrests, or prosecuting offenders, and 
railroad attorneys and all other officials are required to give 
all possible aid. * 

Anyone having knowledge of any such offence should report 
the same to the nearest railroad official or to this section, in 
order that indictment of the guilty parties may be had under 
the Federal law, which carries a maximum penalty of ten 
years’ imprisonment. 

Communications should be addressed to Philip J. Doherty, 
Manager, Section for Protection of Railroad Property, United 
States Railroad Administration, Washington, D. C 

Officers and employes must understand that all property being 
transported by the railroads is in the custody of the United 
States and they owe an especial duty to guard and protect the 
same and to report promptly any person who tampers there- 
with; and the United States looks to the officers and employes 
to do their duty in this behalf. 


Mr. Doherty, named as manager of the new section, for 
years has been an attorney for the Interstate Commerce 
Commission, in charge of cases arising under the hours 
of service and safety appliance laws. He will be lent to 
the Railroad Administration while he is in charge of the 
protection section, as Director Prouty of the valuation 
division has been lent to the Director-General. 


PLEASURE TRAVEL CURTAILED 


The Traffic World Washington Bureau. 
Alluring advertisements showing the summer girl with 
a tennis racquet on her shoulder, with the athletic young 
man toying with a canoe paddle, will not be issued this 
summer by the railroads, unless the work has gone so 
far it cannot be stopped in time to save money. Excursion 
fares to and from the seashore and mountains will be 
practically unknown, unless the Interstate Commerce Com- 
mission tells the railroads they may not make effective 
the cancellations they propose of week-end excursion fares 
and reduced round-trip tickets to and from the seashore 
and mountain. The Railroad Administration is frowning 
on pleasure-seeking of that kind, first, because the railroad 
equipment is needed for war freight service, and, second, 
because the money spent for such purposes is needed in 
the treasury, via the liberty loan and war savings stamps 
routes. 
A circular letter issued by Regional Director Smith, un- 
der date of March 30, shows how Director-General Mc- 
Adoo’s economy ideas are being carried out. He directed, 
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in that letter, that progress be suspended on descriptive 
booklets relative to summer resorts and other publicy. 
tions; also that A. L. Craig, chairman of the Inter-Reziona 
Timetable Folder and Advertising Committee, be advisej 
as to what publications are in course of preparation, the 
estimated cost to date, and the cost when completed. ]y 
addition, the passenger advertising section is to send copies 
of all booklets of that kind already printed and to arrange 
to withhold distribution of such booklets. 

The object is to prevent circulation of printed solicitg. 
tions for business for the passenger department. Personal 
solicitation of both freight and passenger business has 
already been stopped. Passenger trains are crowded and 
no more business is desired. Travel is as heavy as can 
be handled with the train service allowed by the orders 
of the Railroad Administration. It is not uncommon jp 
the east for passengers to stand for long distances. Only 
a few days ago a~man complained because he and his wife 
had to stand for the whole distance between Richmond 
and Washington. Standing room on trains between Wash- 
ington and Baltimore is not an uncommon experience. 

Regional Director Smith March 25 issued orders similar 
to those put out by Regional Director Aishton, as printed 
in The Traffic World March 30. These orders mean that, 
during the war, not a cent will be spent for persuading 
the people to spend money in useless transportation for 
pleasure purposes. 


CHAIRMEN OF BOARDS SHORN 


The Traffic World Washington Bureau. 

The Director-General’s order of March 29, No. 16, de 
capitating chairmen of boards of directors, in so far as 
executive operating authority is concerned, is as follows: 

In the organization of the various carriers, some doubt 
appears at times to exist as to the extent to which, if at all, 
the executive authority in operating matters is divided 
between the president of the company and the chairman of 
its board of directors, or of some committee thereof. 

For the purpose of simplification and definiteness it is 
ordered that the president of each company shall be treated 
by the United States Railroad Administration as the com- 
pany’s principal executive authority (subject to the Di- 
rector-General) in all matters of operation under federal 
control and that chairmen of boards of directors or of com- 
mittees thereof shall not exercise functions connected with 
the operation of the railroads under federal control. 


RESTRICTION ON EMBARGOES 


The Traffic World Washington Bureau. 
A. H. Smith, director of eastern railroads, is taking con- 
trol of the physical movement of freight out of the hands 
of local officials by requiring them to cancel embargoes 
that “violate tariffs” and to quit imposing embargoes at 
junction points under pretense of merely requesting the 
operating officials of connecting roads to “hold” cars be 
cause the official requesting the holding thinks he cannot 
handle the offerings of connections. 


It is the opinion of Mr. Smith that unnecessary conges 
tion and transportation inconvenience often takes place 
by reason of local authorities applying “hold” orders 
against connecting lines at junctions. After canvassing 
the question with various committees, Mr. Smith found 
it to be the weight of opinion that the best interests of 
orderly transportation requires the flow of traffic through 
junction points to be curtailed only by formal embargoes, 
rather than by “hold” orders. 

A little latitude, Mr. Smith believes, should be allowed 
local officers in accommodating each other for a few hours; 
but such accommodations should not be extended ‘rom 
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day o day so the effect of these local official “hold” orders 
js the same as an embargo, but without notice to the 
connections which are asked to hold cars, or to shippers 
of the disability of the carrier which makes the restric- 
tion necessary. The eastern director thinks the flow of 
traffic should be regulated by formal embargo and not by 
these nod and wink arrangements between local officials, 
who may or may not be justified in slowing up the move- 
ment. 

The order directing the cancellation of embargoes vio- 
lating tariff provisions was issued under date of March 
95 and is believed to be the result of pressure from ship- 
pers, Which may have taken the form of notices that they 
would hold the roads issuing such embargoes responsible 
in damages. For instance, an embargo, short of an abso- 
lute shutting off of traffic—one that changed the tariff 
terms on which a shipper could do business—it is believed, 
would warrant an award of reparation by the Commission, 
or, if refused by it, lay the foundation for an appeal to 
the courts, either for a mandatory injunction or for dam- 
ages on account of loss suffered by reason of such an 
informal scheme for changing the terms of a tariff. 

Last winter, when conditions were so bad a shipper 
would do anything that might possibly help get the flow 
started again, eyes were closed to many things that had 
the effect of setting aside tariffs and even the law itself. 
Now, however, when operating conditions are becoming 
ideal, it is suspected, the pressure of shippers on railroad 
officials has become such that they realize the necessity 
of paying some attention to the law, even if they are 
operating as a part of the government machinery. It has 
been suggested to them.that if Congress had desired to 
repeal the act to regulate commerce it could have done 
so in a few words, but that, inasmuch as it did not, the 
inference was that it was still in effect. 


CARS FOR WAGON MINES 


The Trafic World Washington Burean. 

The car service division of the Railroad Administration 
is not in agreement with Examiner Hagerty, who, in a 
tentative report on a complaint of the owners of “wagon” 
soft coal mines in western Pennsylvania, recommended 
that the Commission hold that the carriers are justified 
in declining to furnish open-top cars for loading from 
wagon mines. The car service division, on March 22, 
had the Director-General advise the regional directors to 
furnish coal cars for such mines when equipment was 
available. Regional Directors Aishton and Markham put 
out orders in accordance with the Director-General’s direc- 
tion within a few days after its receipt, but up to March 
30 Regional Director Smith had not complied. The result 
was that wagon mine operators were complaining to the 
Railroad Administration and asking when Smith would 
be required to obey the order of the Director-General. 
The wagon mine operators in Ohio and Pennsylvania 
learned that such a direction had gone to the regional 
director, although no official announcement was made of 
the issuance of such an order. 

Wagon mine operators have told Director Prouty that 
they are loading coal from motor trucks that carry more 
weirht of coal at each load than the mine cars that pass 
thei: coal burden over the tipples and that, ordinarily, a 
Wagon mine loads a car with less delay than is encoun- 
tered at the ordinary tipple mine; they say that when a 
Wagon mine operator holds a car for more than twenty- 
four hours they are willing he shall be punished by being 
denied a car for a whole week. 
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NO CARDS ON CARS 


The Trafic World Washington Bureau. 

Government officials have forbidden the use of cards on 
cars containing government materials and the regional 
directors have put out orders forbidding the dispatch of 
cars carded as they were under bulletin No. 22, of the 
American Railway Association. That is the famous “blue 
tag”? scheme devised by the railroad presidents when they 
were trying to operate their properties in a way to provide 
the maximum of transportation. They thought that by 
giving expedite cards to “responsible” officers of the gov- 
ernment the freight that needed expediting would be given 
preferred service. Now the shippers to whom the “respon- 
sible” officers gave cards are having cards printed for 
themselves, using the forms which the “responsible” offi- 
cers placed in their hands. 

Since the first of the month orders have been out di- 
recting agents to remove these cards from the cars if, 
notwithstanding the orders, shippers attach them. Agents 
have been instructed to give needed information to the 
officers of the government as to the arrival of cars in- 
tended for cantonments, camps or other government insti- 
tutions, together with car numbers, initials, lading, point 
of origin, date of shipment “and consignor, so that such 
officers may give proper disposition orders, without delay. 

In other words, the “responsible” officers of the govern- 
ment are being advised, much as other consignees are 
supposed to be advised, as to the whereabouts of freight 
in which they are interested so that they can make ar- 
rangements for its disposition, without delay. 


RAILROAD MEN MUST NOT BE 
TAKEN FOR SHIPYARDS 


At the earnest request of Director-General McAdoo, the 
Shipping Board, Department of Labor, councils of national 
defense, and other agencies helping the Shipping Board to 
obtain volunteers for the shipyards have quit soliciting 
employes of the railroads to leave their employment to 
enter the shipyards. The Director-General found that the 
New York state defense council was sending circular let- 
ters to each railroad employe requesting him to be pre- 
pared to enlist in the shipbuilding trades and, to that end, 
to fill out a card addressed to the Shipping Board, giving 
his address and requesting to be enrolled in the United 
States Shipyard Volunteers of the Public Service Reserve 
and, of course, indicating a willingness to leave his rail- 
road employment. 


The Director-General, in addressing Chairman Hurley, 
pointed out that there would be serious danger of the 
shipping program being slowed down, perhaps permanently, 
unless the railroads could get an adequate supply of labor, 
and particularly the very kind of labor to which the Ship- 
ing Board was making its strongest appeal to engage in 
the shipbuilding work. He said that perhaps the most 
serious disability from which the railroads have suffered 
has been their inability to obtain efficient shop labor to 
repair locomotives. He said it was of paramount impor- 
tance that nothing should be done to impair the efforts 
of the railroads in this direction. 

Therefore he asked Chairman Hurley whether, under 
all the circumstances, he could not have Mr. Hurley’s co- 
operation through Hurley’s requesting any and all agencies 
to make no further efforts, directly or indirectly, to take 
away any railroad labor for shipbiulding purposes. 

After calling attention to the rule among members of 
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the President’s cabinet that one department shall not so- 
licit or take over employes of another without the consent 
of that department, Mr. McAdoo said that the railroads 
were now a government institution, and that certainly 
their employes should not be solicited in any way without 
the approval of the Director-General. Higher wages are 
being paid by the government than the railroads were 
offering before the railroads were taken over. Now, how- 
ever, railroad shopmen are not to be solicited to go to the 
higher rated shipyards, lest such competition cause a slow- 
ing up in the shipping program. 

Chairman Hurley heartily agreed with Director-General 
McAdoo and said he might rely on the head of the Ship- 
ping Board co-operating to prevent the transfer of men 
from the railroads to the shipyards. He pointed out that 
the Shipping Board had been enrolling the men merely, 
rather than actually withdrawing them from their railroad 
employments. That being the fact, it would be possible 
to prevent any considerable number of men leaving rail- 
road service to enter the shipyards, to which the men en- 
rolled might later be called, the chairman said. 

Hurley advised everybody concerned to prevent the en- 
rollment of railroad employes. Not being enrolled, they 
cannot be called by the Shipping Board. Therefore one 
drain which the railroad organizations were subjected be- 
fore the government took over the carriers will be stopped, 
because the railroads, in the eyes of the Director-General, 
constitute a government institution which must be pro- 
tected from competition in the labor market from the acts 
of other government departments. 


APPEAL FOR LOW STATE TAXES 


The Traffic World Washington Bureau. 

The Director-General has made an appeal to the states 
to keep down the burden of taxation on the railroads to 
the lowest possible limit and to order the railroads to 
do nothing involving capital expenditures that can be 
avoided. The request went forward in the form of.a 
letter addressed to the governor of each state asking him 
to use his influence with taxing bodies to save the general 
government from expenses chargeable to operating ex- 
penses, because such expenses, under government control, 
are paid by the government. 

If the railroad control bill had been passed as agreed 
on in the House of Representatives, and as erroneously 
reported by the conferees in their first report, the states 
would not be able to impose taxes on the railroad prop- 
erties in any greater ratio than existed in the year before 
the government took them over. The Saulsbury amend- 
ment, however, struck out that part of the measure, as 
well as other limitations on the states. They are at lib- 
erty now, if their taxing powers think it wise, to make 
the railroads bear a relatively larger burden of state ex- 
penses than heretofore. Of course, burdens on all kinds 
of property will have to be increased during the war pe- 
riod, but each state can say the railroads shall pay a larger 
proportion of the expenses of state government than hith- 
erto borne by them, hence the appeal of the Director- 
General. 


TELEGRAPH VALUATION 


The Trafic World Washington Bureau. 

The Commission on April 5 issued valuation order No. 7 
giving notice of its determination to make a valuation of 
the property of the forty-one companies composing the 
Postal Telegraph system. This is the first step into tele- 
graph and telephone field. 
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RAILROAD COMPENSATION CON- 
TRACT 


The Trafic World Washington Bureau, 

The draft of a contract between the government and 
a railroad that has been taken over by it has been placed 
in the hands of John Barton Payne, Director-General Mc. 
Adoo’s legal adviser, with a request that he consider it 
to April 6, and then, in the week following, meet the 
attorneys who prepared it with a view to having differ. 
ences of opinion threshed out. The contract is such as 
could be signed by a prosperous railroad—one that could 
do something toward taking care of itself, even after the 
government had taken its assets and was operating its 
property. It was prepared by such men as Alfred P. 
Thom, George F. Brownell and George Stuart Patterson, 
It is a document of some 400 or 5,000 words and in it the 
government would agree to pay the maximum allowed by 
law. 

The proposed contract is in four parts. The first is 
a recital of the action taken by the President in seizing 
the railroads, the passage of the control law and, most 
significant of all, a declaration by the railroad that, inas- 
much as the control law itself declares that it is emer- 
gency legislation and not to be taken as indicating any- 
thing with regard to government ownership, the fact that 
it enters into the contract is not to be taken as indi- 
cating anything on that subject. 

In the second part the government is shown as setting 
forth the things it will do—that is, to pay the average 
of the operating income for the three years ending with 
June 30, 1917, plus additions for property investments 
made after that day and before Jan. 1, 1918, and keep 
the property in good condition during federal control and 
return it to the common carrier company at the end of 
the period in as good condition as when it was taken over. 

The third part is a recital by the railroads that they 
will keep up their organization so as to help the govern- 
ment during control and surrender all their property ex- 
cept that not used for operating purposes. The fourth 
part is devoted to mutual covenants. 

Naturally the proposed contract, having been prepared 
by attorneys for the big, prosperous railroads, guards 
against all things that might tend to diminish the return 
to their clients. For instance, deferred maintenance is 
to be paid for, not at prices that prevailed at the time 
when the expenditure should have been made, but at the 
time the government makes payment to cover what should 
have been done before. That, of course, sometimes will 
operate for the benefit of the government, but it will also 
assure the railroads that if the era of rising prices con- 
tinues, the railroads will not have to stand any part of 
the increased cost of living represented during the period 
of deferred repairs and maintenance. 

Such a contract as that proposed in the draft delivered 
to Mr. Payne on April 1 would not do for a railroad that 
had been receiving at the time of the taking over 
less than what it thinks is a just compensation for what 
it does for the public. Nor would it do for the hundreds 
of small railroads that have not been able to make both 
ends meet because the parts of the country they serve 
have not been built up to a paying basis. 

The American Short Line Association has called a meet: 
ing of the short lines of the country for April 11 and 12 
to consider what they shall do in the matter of making 
arrangements for financing themselves during the period 
of government control. Owing to the fact that nobody 








ureau, 
t and 
laced 
il Me- 
ler it 
t the 
differ. 
ch as 
could 
r the 
ig its 
ed P. 
2rson, 
it the 
ed by 


rst is 
Sizing 
most 
inas- 


vered 
1 that 
over 
what 
\dreds 
» both 
serve 


meet: 
nd 12 
aking 
period 
obody 


April 6, 1918 


knows definitely whether the short lines will be able to 
“eash in” on the section of the law giving them the ben- 
efits of the control law, they cannot borrow from the 
panks. On government business they have not been ob- 
taining their advances from their connections because the 
trunk lines have adopted the policy of making no settle- 
ments on government business until they have received 
their money from the government. On ordinary business 
they know they will receive their money within thirty 
days, so they can and do make monthly settlements. The 
government may pay its freight bills within a month; 
then again it may not. The trunk lines will not finance 
their connections on government business. 

That determination—to make the government a cus- 
tomer not reliable enough to warrant their advancing any 
money to their small connections—makes the row of each 
small line harder than ever to hoe. All these things the 
short lines are expected to discuss in their meeting. 

It is pointed out that a helpless road, such, for instance, 
as the New Haven, may be subjected to a Shylock con- 
tract such as a good many think the Railroad Administra- 
tion forced on the owners of that property. The essential 
fact of hardness in that transaction is that the government 
compelled the New Haven, in exchange for $43,000,000, to 
meet obligations falling due April 15, to surrender the 
collateral it has deposited, and make it subject to sale by 
the government, instead of subject to sale only in the 
event of default. The government therefore is in position 
to break up the New Haven system still more than it 
has done, by merely selling the securities of underlying 
companies, some of which pay as high as seven per cent. 
The government financing also is at six per cent instead 
of at five per cent. The New Haven, therefore, has to 
pay twenty per cent higher interest rate and to lose its 
collateral, if the government cares to sell, as the price 
of being saved from receivership on April 15. At least 
that is the construction put on the transaction by some 
of those who think they understand the possibilities of 
such a contract. 


The President, as authorized by the federal control law, 
has designated Director-General McAdoo as the agent to 
exercise the powers conferred on the President by the 
law. Mr. McAdoo can make the contracts in the name of 
the government or any agent or in his own name. The 
President’s proclamation designating McAdoo as the agent 
is as follows: 


Whereas, by the proclamation dated Dec. 26, 1917, taking 
over each and every system of transportation and the appur- 
tenances thereof, located wholly or in part within the bound- 
aries of the continental United States, it was provided ‘‘That 
the possession, control, operation, and utilization of such 
transportation systems hereby by me _ undertaken, shall be 
exercised by and through William G. McAdoo, who is hereby 
appointed and _ designated Director General of Railroads,” 
and the said William G. McAdoo pursuant to said proclamation 
entered upon and has continued to discharge the duties of 
Director Genéral of Railroads as provided therein; and 

Whereas, since the issuance of said proclamation the Congress 
of the United States has passed an act entitled ‘‘An act to 
provide for the operation of transportation systems while under 
Federal control, for the just compensation of their owners, and 
for other purposes,’’ which act was duly approved by me on 
the 2ist day of March, 1918, and is now in full force and effect ; 
and in terms confers upon the President the powers specified 
therein and the authority to carry the same into effect; and 

Whereas, it is provided in section 8 of said act that the 
President may execute any of the powers therein and thereto- 
fore ranted him with relation to the Federal control of systems 
of transportation and parts thereof, including railroads, inland 
waterways, etc., through such agencies as he may determine; 

Now, therefore, I, Woodrow Wilson, President of the United 
State *, under and by virtue of the powers and authority so 
veste] in me by said act and of all other powers me hereto 
enabling, do hereby authorize the said William G. McAdoo, 
Director General of Railroads as aforesaid, either personally or 
throu sh such divisions, agencies, or persons as he may appoint, 
and in his own name or in the name of such divisions, agencies 
or pe sons, or in the name of the President, to agree with the 
Carriers, or any of them, or with any other person in interest, 
upon the amount of compensation to be paid pursuant to law, 
and ‘o sign, seal and deliver, in his own name or in the 
hame of the President or in the name of the United States, 
Such agreements as may be necessary and expedient with 
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the several carriers or other persons in interest respecting 
compensation, or any other matter concerning which it may 
be necessary or expedient to deal, and to make any and all 
contracts, agreements, or obligations necessary or expedient, 
and to issue any and all orders which may in any way be 
found necessary and expedient in connection with the Fea- 
eral control of systems of transportation, railroads, and inland 
waterways, as fully in all respects as the President is author- 
ized to do, and generally to do and perform all and singular all 
acts and things and to exercise all and singular the powers and 
duties which in and by the said act, or any other act in rela- 
tion to the subject hereof, the President is authorized to do 
and perform. 

In witness whereof I have hereunto set my hand and caused 
the seal of the United States to be affixed. 

Done in the District of Columbia this 29th day of March, in 
the year of our Lord 1918, and of the independence of the 
United States of America the 142d. 


PAPER AND BOX BOARD CASE 


The Trafic World Washington Bureau. 
Earnest arguments were heard April 3 in the collection 
of formal docket cases known as the building and roofing 
paper and boxboard case, of which Chatfield Manufacturing 
Company et al. vs. Pennsylvania Railroad Company is typ- 
ical. The primary question involved is as to whether the 
rates on the articles embraced in the cases shall be on 
the basis of sixth class or some percentage of that class 
The railroads, for whom Henry Wolf Bikle appeared, con- 
tended that the rates shall be the full sixth class. In the 
tentative report, written by Attorney-Examiner George N. 
Brown, he recommended ninety per cent of sixth class. 
Generally speaking, the complainants contended for eighty 
per cent of sixth on the ground that any other basis would 
give rates that are unjust and unreasonable and violate 
the relationship prescribed in the big paper case (I. and 
S. No. 644), in which they claim the materials under con- 
sideration in these cases were set down by Attorney-Ex- 
aminer LaRoe as being properly ratable at eighty per cent. 
Arthur B. Hayes, who followed Mr. Bikle, appeared in 
behalf of the Prepared Roofing and Shingle Manufacturers’ 
Association; W. E. Lamb spoke for the Beaver Board Com- 
pany of Buffalo; H. S. Shertz for the Downington, Pa., 
manufacturers of building paper and boards; Charles R. 
White for Rockford (Ill.) boxboard manufacturers; T. A. 
Larish for Michigan mills; Isaac Born for strawboard man- 
ufacturers; and O. Van Brunt for the Certain-teed Products 
Company. 
Nearly all the attorneys for the complainants took the 
ground that LaRoe’s report, approved by the Commission 
in I. and S. No. 644, was a carefully prepared one which, 
they contended, should not be set aside on Brown’s report 
recommending a compromise between the railroad conten- 
tion and LaRoe’s finding that eighty per cent of sixth class 
would be proper. Mr. Larish said that Mr. Brown’s report 
was not as carefully prepared as Mr. LaRoe’s and that 
on that showing alone the Brown report should not be 
adopted. 


INCREASED POSTAGE RATES 


(continued from page 726) 
from other cities. This situation under the new 
plan would be decidedly worse. 

So, aside from all question of limiting the circu- 
lation of publications that perform an important 
function in the distribution of valuable information 
and the consequent robbing of the reading public 
of the opportunity to acquire this information, we 
should say that the interests of readers were de- 
cidedly involved even where there is no danger 
that the particular magazine in which they happen 
to be interested will suspend publication or limit 


_the field of its circulation. 





THE POINDEXTER BILL 


The Trafic World Washington Bureau. 
Appearances are said to be deceptive, wherefore it may 
not be a fact that the members of the House committee 
on interstate commerce have learned so much about the 
long-and-short-haul part of the fourth section that there 
is no chance for the passage of the Poindexter bill for- 
bidding common carriers to charge higher rates at the 
intermediate than at the more distant point. It is a fact, 
however, that, since the hearing, the preponderance of 
testimony has been against the introduction of such a 
rule. That is not to say the members of the committee 
and of all the witnesses do not appreciate the point of 
view of the intermountain country which is trying to have 
the bill passed, for they do. The impression, however, 
is strong that the members of the committee have been 
brought to believe that more harm than good would 
come from the passage of the bill. 


The gist of the contentions made by those in opposition 
to the bill is that the inevitable effect of such a rule 
would be to close one or more routes between competitive 
points, thereby reducing the facilities of transportation, 
or compelling shippers to use routes more expensive than 
the short one for less efficient service. Members of the 
committee opened their eyes when it began dawning on 
them that if they made such an inelastic rule, the terminal 
or competitive points would continue to have the lowest 
rates, as at present, but they will have fewer routes, 
while the intermediate points will have no more routes 
nor any lower rates. 

These contentions were laid before the House com- 
mittee March 28 and 29 by B. L. Glover of Richmond, 
Mr. Rhodehouse of Youngstown, O., H. C. Barlow of Chi- 
cago, F. A. Lallier of Galveston, S. J. Wettrick of Seattle, 
and Seth Mann of San Francisco. During the earlier 
hearings Mr. Barlow had made the declaration that the 
transcontinental rates in which the intermountain country 
is greatly interested constitute but a small part of the 
fourth section business that has come before the Com- 
mission, although it has been a prominent one. He went 
on the stand March 28 to give figures showing that out 
of the 14,000 or 15,000 applications for fourth section relief 
less than fifty pertain to transcontinental rates. The bulk 
of them, he pointed out, are by carriers which have long 
routes between given competitive points. To enforce a 
rigid fourth section rule would merely deprive the com- 
petitive points of the privilege of using some of the long 
routes because they, in many instances, could not afford 
to flatten the intermediate rates so as to avoid fourth 
section violations. 

Mr. Lallier, dealing specifically with the situation in 
the southwest, said that a rigid fourth section rule would 
disrupt the whole rate structure in that part of the coun- 
try, because all rates are on a mileage basis; that is to 
say, the short route rates between competitive points 
are based on mileage. If fourth section relief could not 
be afforded, the long lines would have to apply the mile- 
age scale to all points, thereby giving intermediate places 
near competitive points rates higher than at present, be- 
cause the rates to competitive points, as a rule, are re- 
flected back to the interior to some extent. He said that 
such a rule would be ruinous to the southwest for another 
reason; that is, that it would destroy the small amount 
of business from the ports which the railroads have been 
able to develop. At present they make import rates 


through Galveston and other gulf ports to equalize New 
York. That gives them something to haul back in the 
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cars in which they have brought grain to the ports. 4 
strict fourth section rule would require them to go ‘ack 
empty. In the end that would require the imposition of 
higher rates for export to cover the cost of hauling elupty 
cars north. That would hurt both terminal and interme. 
diate points. 

In closing the hearings on the bill, the House com. 
mittee devoted particular attention to the proposiion, 
advanced by opponents of the measure, that the agitation 
for the inelastic fourth section is largely an intermountain 
matter. H. F. Bartine and J. F. Shaughnesy of the Nevada 
commission and Allison Mayfield of the Texas commission 
closed the arguments for the advocates of the bill. Mr. 
Bartine was allowed to ask the opponents of the bill some 
questions, but finally the committee decided that that 
method of getting light was too slow and returned toc the 
practice of having questions put from one side to the 
other through the medium of a member of the committee, 

Mr. Shaughnesy, in controverting the contention that 
the intermountain country is the only one interested, called 
attention to the southeastern fourth section case, citing 
many rates which show even greater departures than ever 
existed in the transcontinental tariffs. The members of 
the committee appeared to be greatly interested in the 
quotations he made of the committee’s report, especially 
that part in which the Commission declined to lower rates 
because, it said, to do so would be to invite the return 
of the boats. Inasmuch as the idea now is that water 
lines must be encouraged and the establishment of a 
greater number assured, the language of that report ap- 
peared to make a poor impression upon the members of 
the committee. 

To show that the transcontinental tariffs are the cause 
of the agitation, H. C. Barlow, before the opponents of 
the measure closed their side of the case, submitted figures 
he had obtained from the Commission showing that up 
to March 28 the total number of applications for fourth 
section relief was 11,295, of which 5,031 were filed prior 
to Feb. 11, 1911, and 6,264 since the amended fourth sec- 
tion went into effect. The Commission has wholly dis- 
posed of 8,302 applications. The number of orders granting 
the authority sought, in whole or in part, is 5,436 and the 
number denying applications in toto, 2,866, leaving 2,993 
applications to be passed on. Hearings have been held on 
approximately 500 of the still pending applications. They 
will be disposed of in one report. In other words, the 500 
applications ready for disposition in one report are of the 
kind which, on examination, the railroads concluded could 
not be justified under the rules and principles enunciated 
in other cases. 

Of the total number of applications only 28 related to 
transcontinental rates. All have been disposed of. Nine- 
teen of the 28 were filed prior to Feb. 17, 1911, and nine 
thereafter. 

It was in answer to the inference the opponents desired 
to have drawn from these statistics that the advocates of 
the bill called attention to the southeastern fourth section 
violations case and the great departures which existed in 
that part of the country, and the reason the Commission 
assigned for its unwillingness to require a closer observ 
ance of the long-and-short-haul rules of the fourth section. 


SABOTAGE IN SHOPS 
The Traffic World Washington Bureau. 
Attempts by German agents to introduce into American 
railroad shops that form of French union argument for 
better hours and better pay known as sabotage, have been 
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discovered, especially in the southeastern district. Agents 
of the Department of Justice are trying to apprehend the 
agents. 

In ihe southeastern district the German agents dis- 
tributed a pamphlet entitled “Sabotage.” It openly urges 
the damage and destruction of shop tools and machinery 
on the ground that this war is made by “capitalism” 
which it is the duty of “labor” to stop at the earliest op- 
portunity and suggests that the destruction of tools and 
machinery is one way to force “capitalism” to make peace 
and quit slaughtering “labor.” Railroad officials have been 
urged to make particuiar efforts to prevent the distribu- 
tion of the pamphlet, which, it is supposed, is aimed par- 
ticularly at the negro laborers in the south, although not 
specifically directed to members of that race. 

The reason for believing that this “drive” is directed 
at the negro laborers is based on efforts being made 
among domestic servants of color in the east and south 
to persuade them that the time is not far off when the 
white women for whom they are now working will Le 
working for the servants. Such talk is being put forth 
by gypsy fortune-tellers, many of whom are Austrian sub- 
jects, and people of that ilk who may not be trying to 
help the central empires, but who are psychologists enough 
to know that the simple-minded negro is not radically 
different from the white in that he will pay more for being 
told what he wants to hear than for the truth. 


DAYLIGHT SAVING 


The Trafic World Washington Bureau. 
Following is the order put out by the Commission March 
28 in regard to daylight saving: 


An act entitled “An act to save daylight and to provide 
standard time for the United States,” approved March 19, 
1918, being under consideration; 


And it appearing, That by said act it is, among other 
things, provided that for the purpose of establishing the 
standard time of the United States the territory of con- 
tinental United States shall be divided into five zones in 
the manner thereinafter provided; that the limits of each 
zone shall be defined by an order of the Interstate Com- 
merce Commission having regard for the convenience of 
commerce and the existing junction points and the division 
points of common carriers engaged in commerce between 
the several states and with foreign nations, and such order 
may be modified from time to time; and that at two o’clock 
antemeridian of the last Sunday in March of each year the 
standard time of each zone shall be advanced one hour, and 
at two o’clock antemeridian of the last Sunday in October 
of each year the standard time of each zone shall, by the 
retarding of one hour, be returned to the mean astronomical 
time of the degree of longitude governing said zone; 

And it further appearing to the Commission, and the 
Commission so finding, that since the approval of said act 
on March 19, 1918, and prior to the last Sunday in March 
of this year, to wit, March 31, 1918, it has been and will 
be impossible to define by order the limits of each zone as 
required by said act otherwise than by recognition of exist- 
ing limits as hereinafter provided: 

It is ordered, That until further order of this Commis- 
sion: 

1. The limits of the first zone created by said act, the 
standard time of which shall be known and designated as 
United States Standard Eastern Time, shall be the limits 
within which, as to each common carrier, locality, body 
Politic, public authority, or person, natural or artificial, 
subject to the act and affected thereby, the time known as 
Easiern Time is now observed and used by such carrier, 
locality, body politic, public authority, or person, natural 
or artificial, in the same manner and to the same extent as 
how observed and used by each respectively. 

2. The limits of the second zone created by said act, the 
standard time of which shall be known and designated as 
Uni:ed States Standard Central Time, shall be the limits 
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within which, as to each common carrier, locality, body 
politic, public authority, or person, natural.or artificial, 
subject to the act and affected thereby, the time known as 
Central Time is now observed and used by such carrier, 
locality, body politic, public authority, or person, natural 
or artificial, in the same manner and to the same extent 
as now observed and used by each respectively. : 

3. The limits of the third zone created by said act, the 
standard time of which shall be known and designated as 
United States Standard Mountain Time, shall be the limits 
within which, as to each common carrier, locality, body 
politic, public authority, or person, natural or artificial, 
subject to the act and affected thereby, the time known as 
Mountain Time is now observed and used by such carrier, 
locality, body politic, public authority, or person, natural 
or artificial, in the same manner and to the same extent as 
now observed and used by each respectively. 

4. The limits of the fourth zone created by said act, the 
standard time of which sholl be known and designated as 
United States Standard Pacific Time, shall be the limits 
within which, as to each common carrier, locality, body 
politic, public authority, or person, natural or artificial, 
subject to the act and affected thereby, the time known as 
Pacific Time is now observed and used by such carrier, 
locality, body politic, public authority, or person, natural 
or artificial, in the same manner and to the same extent as 
now observed and used by each respectively. 

5. The limits of the fifth zone created by said act, the 
standard time of which shall be known and designated as 
United States Standard Alaska Time, shall be the bound- 
aries of the territory of Alaska. 

It is further ‘ordered, That this order shall take effect 
forthwith. 


APPROVES NEW RECONSIGNMENT 
AND DIVERSION RULES 


The Trafic World Washington Bureau. 

New rules and charges for reconsignment and diversion 
will go into effect, if the carriers can prepare their tariffs, 
on May 1 on five days’ notice. If any are belated, they 
may still get in under the wire, because the Commission, 
in fifteenth section permission No. 499, issued April 4, 
authorizes the filing of tariffs, without extension of time, 
thirty days after issuance of permission. 

The rules and charges will be in accordance with the 
Commission’s decision in I. & S. 1050, 47 I. C. C., 590. The 
carriers involved in that case submitted rules and charges 
in supposed compliance in February. The Commission 
sent them back and required strict compliance. They have 
now done that and the new rules are so satisfactory to the 
Commission that it allows all carriers to file such and 
make them effective not later than May 4, without any 
further action. 

If any cannot get their tariffs in by that time, they must 
ask for extension of permission. 


NEW FIFTEENTH SECTION APPLICA- 


TION ORDER 


The Trafic World Washington Bureau. 

In Fifteenth Section Order No. 500, the Commission April 
5 promulgated most drastic regulations to govern fif- 
teenth section applications. 

It requires carriers to file every possible fact about 
proposed rates, existing rates, relationship of proposed 
to other rates, existing or proposed, each application to 
show exact reference to tariffs, or decisions of Commis- 
sion authorizing or requiring new rates and every fact re- 
lied upon in justification of proposed higher rates. 

Copies of applications must be filed with commissions 
of states of origin and destination and each must show 
what steps, if any, have been taken to acquaint interested 
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shippers with proposed rates. If proposed rates have no 
relation to any other or if no steps have been taken to 
acquaint shippers, such facts must be stated. Carriers are 
commanded to freely consult with shippers following the 
Commission’s suggestions in Western Classification 25, I. 
Cc. C. 451, so as to simplify proceedings and reduce pro- 
tests and formal complaints. 

Applications must be signed personally by responsi- 
ble officer of the corporation, or duly authorized attorney 
or agent, who must swear that the application is a full 
exposition of the facts and reasons relied upon in justifi- 
cation. 

Applications found to contain incomplete, inaccurate or 
unreliable data will be “denied forthwith” but without 
prejudice to begin again, Which new beginning must ap- 
propriately refer to former rejection, so the whole his- 
tory and bearing of each application will be before the 
Commission with specific references to tariffs and per- 
tinent cases. 

The Commission never explains why it does anything, 
except as shown in its reports, but the obvious explana- 
tion for this tightening up on carriers is their inclination 
since government control to disregard the Commission’s 
rules and regulations, as if Commission had been abolished. 


DEBATE OVERMAN BILL 


The Traffic World Washington Bureau. 
It is a certainty that before final action is taken the 
Overman bill, authorizing the President to co-ordinate or 
consolidate executive bureaus, departments and agencies, 
will become known as a bill to authorize him to abolish 
the Commission or transfer its functions to some other 
officer, department or bureau if he thinks such abolition 
or transfer would tend to national security or the success- 
ful proSecution of the war. 


Debate on it on April 3 and later days clearly indicated 
that those who favor giving him unlimited power believe 
either one of two things. The first is that the law au- 
thorizing the taking of the railroads and the recently 
enacted control law ousted the Commission from jurisdic- 
tion over rates and regulations. The second is that even 
if they did not, then the President should have authority 
to abolish ‘the Commission or to have its functions per- 
formed by some other officer or agency. 


The first view is held by James Hamilton Lewis, the 
Democratic whip, and the second by Senator Overman, 
chairman of the judiciary committee and putative father 
of the bill. During debate on April 4 the fact came out 
that, in committee, Cummins offered an amendment ex- 
empting the Commission, the Federal Reserve Board and 
the Department of Justice from terms of the bill, but it 
was voted down, a majority of the committeemen thereby 
showing they favor giving him power to abolish the Com- 
mission or deprive it of its functions by giving them to 
somebody else. 


Senator Reed of Missouri, in a three-hour speech on the 
bill, charged that the chief purpose of the measure was 
to deprive the Commission of rate-making power and 
confer it on McAdoo. If that were not the object, he said, 


advocates of the bill would have consented to an amend- 
ment exempting the Commission from its operations. 
Senator Cummins said that under the bill if it becomes a 
law it will be possible for the President to transfer the 
rate-deciding power from the Commission to the man who 
prescribes the rates, thereby making Director-General Mc- 
Adoo sole power in rate making. At one point Senator 
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Overman contended the bill would not give such power 
over the Commission, but later he admitted it does, and 
said senators ought to trust the President to that extent 
to “win the war.” 


DEPOSIT BALANCE INFORMATION 


The Traffic World Washington Bureau, 


The Commission on April 3 issued the following, ad- 
dressed to presidents of all Class I roads: 


In accordance with the request of the Director-General, 
you are required to furnish promptly to the Interstate Com. 
merce Commission the following information as to the 
deposit balances to the credit of your company and of all 
subsidiary companies of your system and also as to cash 
on hand: 

(1) State as at close of business March 31, 1918, all 
cash in the hands of the financial officers and financial 
agents of your company and of each subsidiary controlled 
by it and the amount of each company’s deposits with 
banks and trust companies subject to check. Returns 
should be summarized as follows: 

In New York, In 
Chicago and _. other cities 
Name of Company St. Louis. and towns. 
A. Deposit balances on hand in 
Mational DORNS ....6.s2sc068 _ aeearene Deincuishis 
Deposit balances on hand jn 
state banks, trust compan- 
ies and with private bank- 
GE. LOSS OREO HSSRAOSERECERT SOF9.009 0086 
C. Cash with treasurer and 
agents or in transit from 
agents and conductors in 
addition to bank balances. ......... 

The amounts to be recorded as on deposit in banks and 
trust companies are the balances actually on deposit less 
the amount of any outstanding checks. 

(2) State as at close of business March 31, 1918, the 
amount of demand deposits, time drafts receivable and 
time deposits belonging to your company and each sub- 
sidiary controlled by it held by banks and trust companies. 
Show the information in the following form: 

A. Deposit balances on hand in 

WACIONAl VANES . .. 0000000: Be cch eae Baccianeces 
B. Deposit balances on hand in 

state banks, trust compan- 

ies and with private bank- 

RE ciasaraw i ia ard icine pele eae RA kl a erewis 

(3y State as at close of business March 31, 1918, the 
amount of funds specially deposited by your company and 
each subsidiary controlled by it for the payment of divi- 
dends and interest. Show the information in the follow- 
ing form: 


eeeeeeeees 


In New York, In 
Chicago and other cities 
Name of Company St. Louis. and towns. 
Deposit balances on hand in 
WATIONAL DROS .osc.cesces ae eee - eer 
Deposit balances on hand in 
state banks, trust compan- 
ies and with private bank- 
OI cacats ariatiaks cee teictamiorere aig” sma silalaceai eG) Wr eeeraka wale 


Give particulars and amounts of any bank accounts car- 
ried in the names of agents and trustees or otherwise than 
in the name of the main road or the subsidiary lines. 

Please state total amount of interest and dividend ma- 
turities which fell due April 1, 1918, which were to be paid 
out of the balances reported as of March 31, 1918. 


It is assumed, unless you state otherwise, that from bal- 
ances, reported as of March 31, 1918, the dividend checks 
and interest coupons due April 1, 1918, have not been de- 
ducted. 

By the term “subsidiary” company is meant any steam 
railroad solely controlled by the parent company in the 
manner described in the text of account No. 706, “Invest- 
ments in affiliated companies,” in the Classification of Gen- 
eral Balance Sheet Accounts. 

Yours very truly, 
; GEORGE B. McGINTY, 
Secretary. 
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Legal Department 


In this t a legal answers simple quai 
to the law of freight. ers desiring 
special service ~aeg immediate answer may obtain R.- written 
answers to their inquiries by the payment of 
Address al Department, The Traffic Se Bureau, 
ee Es Building, Washington, D. C. 





Time Within Which to File Claims. 


illinois—Question: Shipment of a dresser, crtd., re- 
fused by consignee account damaged, and either returned 
to factory for repairs or salvaged at destination. Should 
notice of claim be filed within six months after arrival 
of shipment at destination, or after delivery on return 
to the factory? 

I understand notice of claim is not necessary when 
shipment is damaged in transit, or while being loaded or 
uloaded, whether delivered or refused at the original 
destination. . 

Answer: Section 2, paragraph 3, of the uniform bill 
of lading as approved by the Interstate Commerce Com- 
mission in case Docket 4844, expressly provides that the 
claim must be made in writing within six months after 
delivery of the property. As a legal delivery of the dresser 
above described was effected by the carrier at destination 
forty-eight hours after notice of its arrival had been given 
by the carrier to the consignee, the six months’ period 
runs from that time, even though the consignee refuses 
to accept the shipment, or the same was sold as salvage 
at destination, or is returned to the consignor for repairs. 

This provision also stipulates, in accordance with the 
requirements of the Cummins amendment, that if the loss, 
damage or injury was due to delay or damage while being 
loaded or unloaded, or damaged in transit by careless- 
ness or negligence, then no notice of claim nor filing of 
claim shall be required as a condition precedent to re- 


* covery. 


cg * * 
Discount From Invoice Price in Damage Claims. 


Wisconsin.—Question: There is considerable dispute 
and differences of opinion between claimants and carriers 
as to what should properly be construed as the invoice 
price of goods in filing claims where a discount on origi- 
nal invoice shows 10 per cent net (or other specified 
amounts) and usually means if invoice is paid within ten, 
twenty or thirty days the discount may be deducted. 
Refer to section 3 under conditions of standard bills of 
lading, which reads, “The amount of any loss or damage 
for which any carrier is liable shall be computed on the 
basis of the value of the property at the place and time 
of shipment under this bill of lading, including freight 
charges, if paid.” Some claimants allow discounts, while 
others refuse to do so unless carrier will pay claims 
within the same specified time allowance as granted them 
by shipper. 

Under I. C. C. Conference Rules, rule No. 236, the car- 
tier is not permitted to pay claims without first inves- 
tigating them. The greater percentage of claims being 
for concealed loss or damage, requires considerable inves- 
tigaiion and proof of loss to get connecting carriers to 
authorize for their proportion, requiring usually three to 
six months for payment. If consignee or claimant has 
taken advantage of the discount, should he in filing claim 
for any loss or damage allow in his bill against the carrier 
the same percentage of discount? In other words, is the 
bon. fide invoice price the actual amount the consignee 
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pays to the consignor? See Traffic World, February 9, 
pages 296 and 297, measure of damages for manufactured 
articles, which in part reads, “Since the invoice price 
to the consignee is the price that is paid the consignor.” 

Answer: The Cummins amendment makes the carrier 
liable for any loss, damage or injury to such property, 
and the Interstate Commerce Commission construes this 
amendment as placing upon the carrier liability for the 
full actual loss, damage, or injury to the property trans- 
ported which is caused by it. The uniform bill of lading 
contains the stipulation that the amount of any loss or 
damage for which any carrier is liable shall be computed 
on the basis of the actual value of the property at the 
place and time of shipment. The invoice price from the 
consignor to the consignee does not figure in the trans- 
action if it does not fairly represent the actual value of 
the property at the shipping point. If the invoice price 
does not fairly represent the actual value of the property 
at the place and time of shipment, or, if no invoice price 
was actually made out or agreed upon, then the Cummins 
amendment must be understood as indicating the actual 
value of the property at the point of shipment when 
loaded and ready for transportation. Since the question 
of cash discount on the invoice price is a matter for future 
adjustment between the buyer and seller, and has no 
bearing upon the value of the property when ready for 
transportation, it is our opinion that a carrier cannot 
lawfully deduct the percentage of discount from the in- 
voice price allowed the consignee by reason of his paying 
for the goods within a certain time. 

Ld * K 
Time Within Which to File Claim. 

Montreal.—Question: We wish to take advantage of 
your legal department and in connection with claim de- 
clined by the railway on the grounds that same was not 
filed within four months after date of shipment. The par- 
ticulars of this claim are as follows: One case ticking 
was shipped from Providence, R. I., to Montreal via C. P. 
Despatch on April 16, 1916, but we never obtained delivery 
of same, and we presented claim to the delivering carrier 
on Nov. 21, 1917. We have been continually pressing the 
railways for settlement ever since, and we are to-day 
advised that same has been declined for the reasons men- 
tioned above, and refer to section 2, clause 2, of contract 
bill of lading as authority for their action. 

Answer: For the reasons stated in our answer to “Cal- 
ifornia,” published on page 598 of the March 16, 1918, issue 
of The Traffic World, your claim should have been filed 
in writing with the carrier within four months after a 
reasonable time for delivery had elapsed, and, failing to 
do so, the carrier would not be liable. 

a * & 


War Tax on Export Shipment. 
California —Question: I notice on page 545, Traffic 
World, issue March 9, in answer to “Kansas” regarding 
war tax on export shipments, opinion given is not in ac- 


‘ cordance with ruling of the Treasury Department on the 


particular point in question. I inclose for your information 
copy of ruling, thinking it would be of interest to you. 

Answer: The shipment described by “Kansas” was con- 
signed merely from one point in the United States 
to another and moved under a domestic bill of lading. 
In article 31 of regulations promulgated by the commis- 
sioner of internal revenue, relating to the collection of 
taxes on transportation by carriers of persons and prop- 
erty, the commissioner ruled that property in the course 
of exportation for foreign ports or places was exempt 
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from the war tax when it moves (a) under a through 
bill of lading; (b) under a domestic bill of lading or re- 
ceipt on which, at point of origin, the words “for export” 
is marked or the foreign consignee and destination are 
specified; (d) under a domestic bill of lading or receipt 
marked at point of origin “for export,” whenever some 
government representative is named as consignee; pro- 
vided that the property so consigned be delivered to a 
vessel clearing’to a foreign port or place, and a ship’s 
receipt is taken therefor. “If, when property is delivered 
to a carrier for transportation, it clearly appears that such 
goods are in the course of exportation as provided in 
clauses (a) or (b) or (d), no tax shall be collected on 
the amounts of any otherwise taxable charges prepaid 
upon such property; but, unless such property is delivered 
in such manner as is specified in the proviso to such 
clauses, the total transportation charges on such property, 
from the point of origin to destination, are subject to the 
tax, and such tax must be collected as and when the 
transportation charges thereon are collected, if the trans- 
portation charges be billed collect, or, upon delivery of 
the consignment, if the transportation charges, or any of 
them, be prepaid.” 

Our understanding of the question from “Kansas” is 


that the billing was not such as clearly to show that the 


goods were in the course of exportation, or that the de- 
livery was in accordance with the proviso of the clauses 
(a) or (b) or (d). 
* * * 
Delay in Transporting Empty Tank Car. 


New York.—Question: On October 4 shipping instruc- 
tions were delivered to carriers for movement of an empty 
tank car belonging to claimants for movement to Detroit, 
Mich., and bill of lading was received on same date. How- 
ever, on October 18 car was placed back in claimants’ 
yard empty. The carriers being immediately notified that 
the car belonged in Detroit, and they were requested to 
take same out and forward as per shipping instructions 
of October 4. 

The car was finally taken out on October 20 and claim- 
ants have presented claim to the amount of $40, account 
delay in handling this car. The freight claim agent has 
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stated that, “Tank cars, as well as other cars owne? by 
private lines and railroads, are liable to meet with Celay 
while in transit and it is the opinion of our legal depart. 
ment that the owner of the car assumes the same risk 
of delay as do railroads in the operation of their € quip. 
ment,. therefore this claim is one that cannot be allowed.” 
It seems to the writer that if this is true, carrier: can 
use their own time in dispatching private car equipment, 
I would appreciate it very much if you will advise me 
whether or not our claim is in order and, if so, can yoy 
quote any authority for ruling on this subject? 


Answer: While the Interstate Commerce Commission in 
rule 217, Conference Rulings Bulletin 7, said that in astray 
shipments carriers may return the same to their proper 
destination or course without the assessment of additional 
freight charges, yet the delay in the transportation and 
delivery of a private and empty tank car subjects the car. 
rier to the same penalties and rights as does the delay 
in the delivery of any property offered to the carrier for 
transportation. It is the absolute duty of a common car. 
rier to whom goods are delivered for transportation to 
forward them promptly, and without unreasonable delay, 
to their destination. In the absence of an express con- 
tract stipulating the time within which the carrier is to 
transport and deliver goods, the law implies a promise 
to do so within a reasonable time. While it is the duty 
of the carrier to exercise reasonable and ordinary dili- 
gence in transporting and delivering the goods to their 
destination, yet mere delay does not create a liability on 
the part of the carrier to respond in damages; the delay 
must be unreasonable. One suing for negligent delay in 
transporting goods must prove negligence and damages. 
But where the delay in a shipment is prolonged beyond 
the time within which a like shipment is usually trans- 
ported between the point of shipment and the point of 
delivery, the burden is cast on the carrier to explain 
such delay and to show that it did not result from its 
negligence. The return of the empty tank car in question 
to the shipping point without instruction from the shipper, 
and the delay resulting therefrom, are circumstances cast: 
ing on the carrier the burden of explanation, and to show 
that it was not negligent. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


taken from R: and ests of National R: s De mee West Pu St. Mina. 
(Digests eporters Dig Ene ET Rt ubli atv blishing Co., St. Paul, 


LOSS OF OR INJURY TO GOODS. 
Bill of Lading: 


(Supreme Ct., App. Div., 1st Dept.) There being no 
other contract between the shipper and delivering carrier, 
the rights of the parties are to be measured solely by 
the bill of lading issued by the receiving carrier.—Emil 
Grossman Mfg. Co., Inc., vs. New York Cent. R. Co. et al., 
169 N. Y. Sup. 213. 


Carmack Amendment: 


(Supreme Ct. of Tenn.) Carmack amendment, creating 
in initial carrier’s unity of responsibility for transportation 
to destination, does not preclude limiting the responsi- 
bility to shipper by a connecting carrier to damages on 
its own lines, and such limitation is good at common law. 


—Southern Ry. Co. vs. Lewis & Adcock Co., 201 S. W. 
Rep. 131. 
Connecting Carrier: 

(Supreme Ct., App. Div., Ist Div.) A connecting carrie? 
is liable on the bill of lading of receiving carrier for dall- 
age done to goods while being shipped on its lines —Emil 
Grossman Mfg. Co., Inc., vs. New York Cent. R. Co. et al, 
169 N. Y. Sup. 213. 


Damages: 

(Supreme Ct., App. Div., 1st Dept.) Under a provisiol 
in a bill of lading that the amount of carrier’s liabilily 
for loss or damage shall be computed on the value of 
the goods at time and place of shipment, the shipper i 
not entitled to damages for delayed delivery or for int 
bility to use it for a certain time from its damaged cor 
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to prohibit their continuous confinement beyond 28 hours, 
save in the contingencies provided. A railroad company, 
knowing that the normal time for the transportation to 
the point of destination was slightly more than the time 
during which a shipment of live stock could lawfully be 
confined in cars without food, water or rest, elected to 


attempt to transport the stock to the point of destination, 


dition —Emil Grossman Mfg. Co., Inc., vs. New York Cent. 
R. Co. et al., 169 N. Y. Sup. 213. 


CARRIAGE OF LIVE STOCK. 
Twenty-Eight-Hour Law: 


(Cir. Ct. of Apps., 3d Cir.) Under the Twenty-eight- 
Hour Law, a railroad company, which, knowing that its 
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TS Can 
‘DP Ment, lines were congested and delays were imminent, took a instead of unloading them for food, etc. The shipment 
ise me chance when the margin of safety was small, in attempt- arrived at the consignee’s siding within time, and three 


of the cars were placed thereon and unloaded; but, the 
siding facilities being insufficient to accommodate the other 
two cars, they were not unloaded until 2%4 hours later, 
the engine of the train meanwhile having departed on 
other business. Held that, notwithstanding the failure of 
the railroad company to deliver two of the cars was in 
part due to the restricted terminal facilities of the con- 
signee, nevertheless, as the railroad company took a 
chance in continuing the confinement of the stock, know- 
ing that the margin of safety was very slight, and as the 


ing to transport shipments of cattle through to their 
destination without unloading and feeding, must, the ani- 
mals having been confined without rest, food, or water 
beyond the prescribed time before they reached the des- 
tination, be deemed to have knowingly and wilfully vio- 
lated the act, and so was liable for the penalty.—Phila- 
ym and delphia & R. Ry. Co. vs. United States, 247 Fed. Rep. 466. 
he car- (Cir. Ct. of Apps., 3d Cir.) The Twenty-eight-Hour Law, 
delay prohibiting carriers from confining live stock for more 
than 28 consecutive hours without rest, food and water, 
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N car- but allowing the time to be extended by the shipper to cars could not be unloaded until placed upon the siding, 
ion to 36 hours, declares that, in estimating the confinement, the the company must, as to the two cars, the unloading of 
delay. time consumed in loading and unloading shall not be which was delayed, be deemed to have knowingly and 


S con- considered, but the time during which the animals have wilfully confined the stock beyond the time allowed.— 
’ is to been confined without rest, food or water on connecting United States vs. Philadelphia & R. Ry. Co., 247 Fed. Rep. 
romise roads shall be included; it being the intent of the act 469. 
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Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 
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(Digests taken from Reporters and Digests of N: 






, published by West Publishing Co., St. Paul, Minn. 


ational Reporter System. 
Copyright, 1917, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS. 


Contract—Speedy Transportation: 

(Supreme Ct., App. Div., 1st Dept.) Evidence of nego- 
tiation between plaintiff and defendant, held not sufficient 
to sustain a verdict finding an agreement by defendant 
to ship plaintiff’s goods to destination within a certain 
time; there being neither written contract nor rates 
quoted, and the goods being accepted by connecting car- 
rier on its bill of lading—Emil Grossman Mfg. Co., Inc., 
vs. New York Cent. R. Co. et al., 169 N. Y. Supp. 213. 

An agreement with a shipper to expedite a shipment 
at regular rates, no special rate having been published 
for expediting, is a “discrimination” in violation of the 
interstate commerce act, and relief on such unlawful con- 
tract will be denied.—Ibid. 


Demurrage—Tank Cars: 

(Dist. Ct. W. D., Pa.) As the prompt movement of 
cars is necessary to carry on the business of carriers, as 
well as to prevent discrimination among shippers, a car- 
rier may impose demurrage charges on privately owned 
tank cars used in its business.—-Pittsburgh, C., C. & St. 
L. Ry. Co. vs. Freedom Oil Works, 247 Fed. Rep. 573. 
Demurrage—Private Tracks: 

(Dist. Ct., W. D., Pa.) Interstate commerce act, Feb. 4, 
1887, defines transportation as including all services in 
connection with the receipt, delivery, elevation, transfer 
in transit, ventilation and refrigeration, storage and han- 
dling of property transported and forbids a carrier to 
exteid to any shipper or person any privileges or facili- 
ties, «xcept such as are specified in the tariffs. Plaintiff 
Tailroad company filed with the Interstate Commerce 
Com: ission tariffs and schedules providing for demurrage 










and storage charges on shipments of explosives in car- 
lot and less-than-carlot shipments. Under an agreement 
with defendant, plaintiff constructed a sidetrack located 
partly on its property and partly on that of defendant, 
the contract providing that plaintiff should have the right 
to use, without cost, the whole or any part of the siding 
in connection with other business than that of defendant, 
provided that such use should not interfere with defend- 
ant’s business. Privately owned tank cars, on which plain- 
tiff paid a rental computed by mileage, were held by 
defendant on the siding for longer than the -free time. 
Held that, as the purpose of the interstate commerce act 
is to prevent discrimination, or the giving of services 
or facilities to special shippers or persons, plaintiff was 
entitled to charge demurrage and storage on such pri- 
vately owned tank cars, though they were stored on the 
track on the siding, title to part of which was in defend- 
ant.—Pittsburgh, C., C. & St. L. Ry. Co. vs. Freedom Oil 
Works, 247 Fed. Rep. 573. 


Demurrage—Explosives: 


(Dist. Ct., W. D., Pa.) The tariffs and rules of plaintiff 
railway company filed with the Interstate Commerce Com- 
mission provided under head “Storage” that carload ship- 
ments of explosives or other dangerous articles should be 
subject to both demurrage and storage’ charges, while 
another rule provided that on less-than-carload shipments 
of the more dangerous explosives unloaded in or on rail- 
road premises 25 cents per 100 pounds should be charged 
for storage for each day of 24 hours in which the articles 
were held in excess of the free time, while on carload 
shipments $5 per day, in addition to the regular demur- 
rage charges, should be collected. Less charges were 
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prescribed for the storage of the less dangerous and rela- 
tively safe explosives. Held, that, under the rules, the 
railroad company could, where gasoline was stored in 
tank cars on siding, collect both demurrage charges and 
storage; the rule being different as to less-than-carload 
lots unloaded on the railroad premises.—Pittsburgh, C., C. 
& St. L. Ry. Co. vs. Freedom Oil Works, 247 Fed. Rep. 574._ 
Discrimination: 

(Supreme Ct. of Tenn.) An agreement by a carrier to 
pay damages, not occurring on its lines, to goods shipped 
under a bill of lading providing that no carrier shall be 
liable for loss other than on its own lines, is a discrimi- 
nation against the uniformity of responsibility required 
of carriers of interstate commerce, and is unenforceable.— 
Southern Ry. Co. vs. Lewis & Adcock Co., 201 S. W. Rep. 
131. . 

A connecting carrier is not estopped to rely on a pro- 
vision in a bill of lading, limiting liability to loss occur- 
ring on its own lines, to defeat recovery on an unlawful 
contract made by its agent to pay such loss on interstate 
shipment.—Ibid. 

Filing Bills of Lading: 

(Supreme Ct. of Tenn.) There is a presumption that 
copies of forms of bills of lading in use by interstate 
carriers have been filed with the Interstate Commerce 
Commission.—Southern Ry. Co. vs. Lewis & Adcock Co., 
201 S. W. Rep. 131. 

Filing Concurrences: 

(Supreme Ct. of Tenn.) It will be presumed that a 
carrier has complied with the law in respect to the filing 
of evidence of its concurrence in joint rates established 
by other carriers, assuming to act for all of those named 
as participants.—Carolina Spruce Co. vs. Black Mountain 
R. Co., 201 S. W. Rep. 155. 
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Rates: 


(Supreme Ct. of Tenn.) Under a railroad’s contract io 
construct a logging railroad to connect with a main line, 
and to transport lumber, etc., to a junction on the main 
line at four cents per hundred pounds in excess of the 
rates currently in force from the junction, the rail- 
road’s charge and collection of four cents, plus the regu- 
lar through rate charges from the junction, and its re- 
ceipt of three cents from the connecting carrier for pro- 
ducing the traffic, was authorized, provided there was no 
discrimination between shippers.—Carolina Spruce Co. ys. 
Black Mountain R. Co., 201 S. W. Rep. 155. 


Rates—Discrimination: 


(Supreme Ct. of Tenn.) Where a railroad contracted to 
construct a line from a main-line junction to a timber 
tract, and to transport lumber, etc., at a certain rate, the 
shipper, if entitled to the part of the joint through rate 
paid by the connecting carriers to the railroad for origi- 
nating traffic, would have an undue and forbidden pref- 
erence over other shippers, and a contractual obligation 
that it should receive such distribution would not justify 
such discrimination, and a state court would not enforce 
such a contract.—Carolina Spruce Co. vs. Black Mountain 
R. Co., 201 S. W. Rep. 155. 


Rates—Division: 

(Supreme Ct. of Tenn.) The established and well- 
known practice among railroad companies to allow to 
the carrier originating the business an advantage in the 
distribution or division of the rate has been recognized 
and by fair inference upheld by the Interstate Commerce 
Commission and the United States Supreme Court.—Caro- 
lina Spruce Co. vs. Black Mountain R. Co., 201 S. W. Rep. 
155. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 


Harter Act: 

(Dist. Ct., D., Mass.) In order to avail himself of the 
exemption from liability for errors in navigation or in the 
management of the vessel, under section 3, of Harter act, 
Feb. 13, 1893, a shipowner has the burden of proving 
affirmatively that the ship was seaworthy and properly 
manned, equipped and supplied at the beginning of the 
voyage, or that due diligence had been exercised to make 
her so.—The Carisbrook, 247 Fed. Rep. 583. 


EXPRESS COMPANY OPERATION 


The Trafic World Washington Bureau. 
It is the thought in well-informed circles now that the 


express companies will not be taken over by the govern- 
ment, but that the Adams, American, Wells Fargo & Co. 
and Southern will be allowed to consolidate and enter 
into an arrangement with the Railroad Administration un- 
der which the government will permit them to earn not 
more than six per cent on the agreed capitalization, which 
may be $40,000,000 or possibly less, and a working capital 
of $10,000,000. 


Evidence held to show that due diligence was exercised 
by the owner to make a ship seaworthy at the beginning 
of a voyage, and that damage to the cargo of sugar from 
seawater resulted from an error in the management of 
the vessel for which the owner was not liable, in that 
the carpenter forgot to replace the caps on certain sound- 
ing pipes before sailing, with the result that during very 
heavy weather, which was encountered on the voyage, 
water entered through such pipes.—Ibid. 


The thought is that a scheme will be worked out 
whereby the Railroad Administration will give the express 
companies, when consolidated, a contract for doing the 
express business on the railroads over which they now 
operaie on a “fifty-fifty” basis in which the express com- 


pany may keep all its profits up to six per cent and then 
share whatever there is above that percentage, “fifty-fifiy” 
up to eight per cent; thirty-three—sixty-seven up to tweive 
per cent, and « larger proportion for the government 
should the net run above that figure, which is not expected. 
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TRAP CAR CHARGES 


The Trafic World Washington Bureau. 


Another move to reverse or ignore the Commission will 
be under way if the railroads file trap-car tariffs. The 
tariffs filed in answer to the Brandeis suggestions in the 
five per cent case called for a charge of four cents per 
100 pounds ‘in Trunk Line territory and half that sum 
in Central Freight Association territory. The Commission 
condemned the proposal. The testimony showed that the 
railroads derive more benefit from the operation of trap 
cars than they lose, because, by sending a car to the 
warehouse of an L. C. L. shipper, they obtain carloads of 
the highest rated L. C. L. commodities, without standing 
the expense of loading it into the cars. Besides, such 
an operation frees the streetts of the immense truck 
trafic that would otherwise have to be sent to the over- 
crowded freight stations of the carriers. 


The logic of a charge for trap-car service is not per- 
ceptible, if, as reported, some consideration is being given 
by railroad officials to a plan for inaugurating store-door 
delivery in some cities so as to clear the freight houses. 
The theory underlying that plan is that by forcing a 
combination among all the trucking companies in a given 
city, the city may be divided into zones, and arriving 
freight may be separated into zone piles in the freight 
house and carted away as fast as it is unloaded. 


It is suspected that if a trap-car charge is imposed, a good 
many of the big L. C. L. shippers will figure closely on the 
question of the cost of the two ways of handling business, 
with the result that considerable quantity of such freight 
now handled in trap cars will be sent to the freight houses, 
the forces in which have not been increased in the same 
ratio that the volume of business has increased in the 
last five or six years. If, as a measure of retaliation, 
users of trap cars sent all their traffic to the freight 
houses, the tie-up would be as bad as, if not worse than, 
that which threatened when the average agreement was 
abolished. That was so bad that the abolition was abol- 
ished before it could ever become legally effective. 


Shippers who growl because these agitations are kept 
up suggest that if the Railroad Administration would dili- 
gently read the record made in these cases, and then 
remember that valuable time is lost by proposing things 
that will cause fights, much more would be accomplished 
toward winning the war, than making use of the fact that 
there is a war to change long-established customs and 
practices having the sanction of courts and commissions. 


SHORTAGE IN TANK CARS 


The Trafic World Washington Bureau. 
It is believed that when the oil and other tank car using 
industries consider the equipment program of the Railroad 
Administration calling for 100,000 box, hopper and gon- 
dola cars during the next six months, but not one tank 
car, they will ask why some consideration was not given 
to shippers who need equipment other than box, hopper 
and gondola. 


At the private car case hearings the owners of the 
private cars, almost without exception, testified that they 
invested in railroad equipment, not because they expected 
to make money from that part of their business, but to 
keep fom losing in their primary operations—that is to 
Say, th packers bought refrigerator cars so as to develop 
their : ‘siness, and the oil refiners bought tank cars 
because transportationein them was so much less expen- 
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sive than in box cars and barrels that they could spread 
the use of oil. 

They all claimed that the policy of the railroad man- 
agers was to make no improvements in equipment unless 
forced by competition to do so and that the only reason 
why larger cars were bought was because the. newer rail- 
roads bought larger equipment from car builders who saw, 
or thought they saw, a way of getting business from more 
conservative builders. 

In the Crew-Levick case the record shows that the 
Pennsylvania, as a matter of policy, decided to buy no 
more tank cars. The company at one time had 1,300 tank 
cars, but at the time of the hearing the number had run 
down to less than half that. In that case the Commission 
thought it had authority to require carriers to provide 
equipment so that it could be furnished upon reasonable 
request therefor, but the Supreme Court held otherwise, 
largely, it is believed, because, in the original tank car 
case, the Commission decided against its power in that 
particular, thereby giving the railroads and the courts 
twelve or thirteen years’ time in which they could say 
neither Congress nor the Commission had any additional 
thoughts on the subject, wherefore it would be safe for 
them to conclude that everybody assented to the con- 
struction placed on the law by the Commission. They 
could also conclude that Congress assented to the meaning 
attached to its work by the Commission and therefore 
easily say that Congress, in the first instance, had not 
intended that the Commission should have the power to 
order carriers to provide equipment in the sense that they 
should buy or lease it when shippérs asked for it. 


The oil industry is particularly in need of tank cars be- 
cause so many coastwise tank steamers have been put into 
the trans-Atlantic trade that an extraordinary burden has 
been placed on the 67,000 oil tank cars in service. The 
government took away the tank steamers; now it is call- 
ing for an extraordinary quantity of gasoline and other 
petroleum products, but that part of the government known 
as the Railroad Administration has not yet given recog- 
nition to the fact that there is probably a greater shortage 
in tank cars than any other class of equipment. 


SHREVEPORT COMPLAINT 


The Trafic World Washington Bureau. 
A Shreveport complaint has been sent to the Commission 


for filing by E. P. Byars, secretary of the Fort Worth 
Freight Bureau, entitled Fort Worth Freight Bureau vs. 
the Chicago, Rock Island & Gulf Ry. Co. et al. It is filed 
on behalf of the Southwestern Cooperage Company, en- 
gaged in the manufacture and sale of wooden kegs, barrels 
and tierces, which it sends, or tries to send, to Oklahoma 
City on a rate of 30 cents per 100 pounds, for a single-line 
haul of 205 miles and a longer line haul of 235 miles. This, 
it is believed, is the first time a Texan has tried to have 
the Shreveport rule applied in his own behalf. 


Byars sets forth that in the revised Shreveport scale, 
prescribed for traffic from Shreveport into Texas, and for 
equal distances in Texas, the Commission made a mileage 
scale rate of 15.5 cents on single-line hauls over 200 miles 
and not more than 225. Oklahoma maintains a mileage 
scale less than the rate from Fort Worth to Oklahoma 
City, so the situation is presented of an interstate rate 
from Fort Worth to Oklahoma City higher than the scales 
within the states of origin and destination, and one of 
the scales involved having been prescribed by the Com- 
mission. He also points out that the 30-cent rate is higher 








than the rates applied by the defendants on barrels from 
manufacturing points in Missouri and Tennessee. 

Another point made in the complaint is that the mixture 
allowed under the tariff under attack results in unjust and 
unreasonable charges on mixtures containing kegs and 
tierces. Mixtures containing tierces are allowed from com- 
peting points, it is charged, so the Shreveport situation 
phase of the complaint is not the only one brought to the 
attention of the Commission. 


CONFERENCE RULING RESCINDED 


In conference March 25, 1918, the Commission approved 
the following ruling rescinding conference ruling 503, con- 
cerning the handling of circus agents and advance cars: 

In the light of changed practices, conference ruling 503 is 


rescinded pending the issuance of a further ruling if that be 
found necessary. The present practices may be continued 


pending such further ruling. 
The ruling rescinded reads as follows: 


While the advance cars of a circus may properly be handled 
on regular trains under special circus rates, the use of special 
circus mileage books should be confined to employes and circus 
members accompanying the circus train and should: not be used 
on regular passenger trains. 


BOOKKEEPING SIMPLIFICATION 


The Traffic World Washington Bureau. 

A reduction in the amount of bookkeeping the railroads 
are now doing is likely to be made shortly by the Raliroad 
Administration. At present every bill or statement of 
account one railroad renders another is checked over 
down to the last cent and then checked over again. It 
is believed that a good deal of the checking and auditing 
could be avoided if the billing railroad exercised greater 
care in making up its statements. The query is as to 
whether, under government control, the percentage of 
error in the rendition of bills and statements would not, 
in effect, render worthless bookkeeping, especially after 
the compensation of the railroads had been fixed. Rigid 
bookkeeping would be necessary only as between a rail- 
road under government control and one under private 
management. But as to a privately controlled railroad, 
the burden would be on it of seeing that a government 
railroad did not overcharge it. 

Those who have ever tried to obtain money from the 
government believe they know that, unless the government 
official desired it, no government creditor ever obtained a 
cent from the government in exces3 of the proper amount; 
in fact, the creditor of the government who obtained all 
that was coming to him, and obtained it on time, was 
fortunate, especially if any kind of a dispute ever existed. 


PASSES FOR EMPLOYES. 

Free vacation rides on connecting lines for railroad em- 
ployes throughout the country, during the coming summer, 
will be limited to such as the boss of the employe desiring 
to travel approves. In theory free transportation has been 
issued by one railroad to an employe of another only on 
formal request from the employing road. Informal re- 
quests, however, have often been honored, the issuing offi- 
cial reporting the fact of the issuance, in accordance with 
the rules of the Interstate Commerce Commission, after 
the event. Henceforth the control of the issuance of 


passes on connecting lines will be in the control of the 
employing road. The regional directors have sent out or- 
ders requiring strict compliance with the rules reiterated 
by the presidents of the eastern lines at a meeting held 
in New York on November 23. 
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Help for Traffic Man 


This department is conducted by a traffic man of long experi- 


ence and wide knowledge. In it he will answer questions relat- 
ing to patent traffic problems. We do not desire to take the 
place of the traffic man, but to help him in his work. We re- 
serve the right to refuse to answer any questions that we judge 
it unwise to answer or that involve situations that are too com- 
a for the kind of investigation contemplated. Questions will 

answered as promptly as possible. No answers will be given 
by mail except for a fee. 

Address “Help for Traffic Man.” The Traffic Service Bureau, 


Colorado Building, Washington, D. C. 


Free Time on Reshipped Car. 

Q.—Please answer through the columns of The Traffic 
World. We received car loaded to full visible capacity 
with a mixture that could not be classified at carload 
rating. We accepted and paid freight charges at L. C. L. 
rate. Car was placed at unloading docks and about half 
the contents unloaded on dock in order to reach 8 stoves 
which were unloaded in our warehouse, balance of con- 
tents reloaded into same car, new bill of lading issued 
and car ordered to a connecting line for shipment to 
another point. First carrier contends we are entitled to 
only 24 hours’ free time, inasmuch as contents of car 
was not fully unloaded while in our possession. Kindly 
give us your opinion. 

A.—Apparently the car was held by consignee for re- 
shipment under a new contract for carriage. The Na- 
tional Car Demurrage Rules provided for 24 hours’ free 
time on such cars. Rule 2, section B, paragraph 2. The 
rate in connection with the rule referred to provides that 
“A reshipment under this rule is the making of a new 
contract of shipment by which under a new rate the con- 
signee forwards the same car to another destination.” We 
do not think that the unloading of a few articles from 
the car, so long as the remainder of the lading was re- 
shipped, differentiates your transaction from the rule. 


Lowest Combination Lawful Rate. 


Q.—Please advise whether or not it is in line for initial 
carrier to move our shipments destined eastern points via 
East St. Louis and charge us interstate rate 1 cent above 
rate to St. Louis when our rates are based on combina- 
tion 10 cents to St. Louis and rate beyond, which is the 
same from St. Louis as East St. Louis, Ill. The writer's 
contention is that the lowest combination must be pro- 
tected, in which instance the rate from Sikeston, Mo., to 
St. Louis in corn and corn products is 10 cents per cwt. 
Rate on corn and corn products from Sikeston, Mo., to 
East St. Louis, Ill., is 11 cents. Rate from St. Louis and 
East St. Louis to Philadelphia, Pa., 18% cents per cwt., 
making through rate based on lowest combination 28% 
cents, as per Cameron’s Joint and Proportional Tariff 
300-C. Is initial carrier permitted to charge the shipper 
interstate rate when there is a rate from state point to 
an eastern point, same rate as from interstate point? If 
so, would appreciate your furnishing tariff authoriy oF 
Interstate Commerce Commission ruling. 

A.—In the absence of a specific through rate from point 
of origin to destination of a shipment, the lowest com- 
bination of the intermediate rates is lawfully applicable. 
Refer to answers in this column under above caption in 
The Traffic World of Nov. 13, 1917, page 960; Dec. 8, 1917, 
page 1225, and March 9, 1918, page 549. 


Two Carload Shipments in One Car. 
Q.—We read with interest the question and answer 


shown on page 571 of your issue of March 2, under the 
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Help for Traffic Man, mixed C. L. rating under rule 10, 


Official Classification, pertaining to shipments of feed of: 


one kind and feed of another in one car, although 
all billed on one bill of lading. We, for informa- 
tion in general, beg to advise we have shipped a great 
number of cars of this same kind, but always issued two 
bills of lading, one covering one kind of feed and one 
the other, and invariably we had protection of the rates 
that would have been applicable had each particular kind 
of feed been shipped in separate cars. This point of a 
separate bill of lading being issued on each shipment, 
double loaded in the same car in the same point of des- 
tination has not been brought up under this item, and 
we would like to know just what is the opinion of your 
expert in this connection. , 

A.—Our views are given in The Traffic World of Feb. 
3, 1917, page 269, March 10, 1917, page 527, and March 
17, 1917, page 583, to which articles we direct your at- 
tention. 

Combination Rates Maxima Under Transcontinental 

Tariff 1-Q. 

Q.—Please refer to the Commission’s amended fourth 
section order No. 6970 of June 30, 1917, which provides 
that “If the aggregate of the intermediate rates via routes 
over which shipment moves is less than the through rates 
provided, the combination rates so made will apply.” I 
have quoted part of the foregoing from item No. 26 of T. 
C. F. B., Westbound Tariff No. 1-Q. 

Kindly advise me through your column in The Traffic 
World whether the Commission’s order referred to above 
is applicable to W. T. L. Tariff 111, or if such order ap- 
plies only to specific issues. 

A—The provision which you quote from Transconti- 
nental Tariff No. 1-Q governs that tariff alone. The Com- 
mission has consistently held in quite a number of cases 
that a specific through rate is the legal rate notwithstand- 
ing some combinations would make less. See article in 
this column of The Traffic World of Nov. 10, 1917, page 
1008, and various citations therein given. The rates in 
the transcontinental tariff apply from large groups or 
districts and along the dividing lines of such districts the 
local rates for nearby points in one group to a nearby 
point in the next westerly group plus the transcontinental 
rate from such westerly group will make lower than the 
specific through rate blanketed from all points in the 
district of origin. The combination provision in the T-C 
tariff was doubtless authorized by the Commission because 
of the particular circumstances of the transcontinental 
tate adjustment, and it does not have general application. 


Legality of Released Rates. 


Q.—There moved from A to C on Oct. 8, 1917, interstate, 
subject to class rate governed by Southern Classification, 
shipment household goods released in value not to exceed 
$10 per 100 pounds in case of loss or damage. This ship- 
ment checked short at destination one box household 
800ds, being a part of this shipment, and the value or 
actual worth far exceeds $10 per cwt. Is carrier liable 
for actual loss? Carrier declines to settle on any basis 
other than at rate of $10. Is it not liable for penalty, in 
ae it is liable for actual loss, for not paying claim 
Within time specified by law? 

A—The amendment to section 20 of the act to regulate 
commerce, commonly known as the second Cummins 
amendm<«nt, provides in effect that, except as to baggage, 
any pro\ ‘sion in a tariff which seeks to limit a common 
‘atrier’s liability for loss or damage is unlawful and that 
any provisions in tariffs seeking to limit liability or to 
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release the carrier from its common law liability is void 
and of no effect unless the Interstate Commerce Commis- 
sion shall have by an order either authorized or required 
such release or limitation, except that as to ordinary live 
stock there shall be no declaration of value or release 
from or limitation of liability. It is also provided that 
when the Commission has issued such an order that the 
tariff naming the released rate must contain specific ref- 
erence to such order. 

It appears to us that your case falls within the inhibition 
of the Cummins amendment. There is no provision of 
law governing “interstate” shipments which fixes a spe- 
cific period within which loss and damage claims must 
be paid, nor a penalty for failure. 


LIBERTY LOAN SUBSCRIPTIONS 


The Traffic World Washington Bureau. 
Director-General McAdoo, April 3, issued the following 
Circular No. 19: 


In order to encourage officers and employes to subscribe 
to the Third Liberty Loan, carriers may take such amount 
of the bonds as may be necessary to care for such sub- 
scriptions, and current operating revenues may be used 
as far as necessary in paying for such bonds. Officers and 
employes may be permitted to pay in installments covering 
a period of not exceeding ten months. In case they have 
not completed payments on prior. subscriptions, and in 
order to avoid making payments on both subscriptions at 
the same time, payments on new subscriptions may begin 
not later than three months from now, in which event the 
ten months shall date from the time payments shall begin 
on the new subscription. 

Regional directors have been requested to organize re- 
gional committees to promote these subscriptions. In addi- 
tion it is hoped that the various carriers will co-operate 
heartily with the Federal Reserve Banks in organizing 
committees of officers and employes to canvass the matter. 


WILL RETAIN EXECUTIVE CHAIR- 
MEN 


The Trafic World Washington Bureau. 


Although Director-General McAdoo may not allow salar- 
ies, traveling and office expenses of chairmen of railroad 
boards, railroad executive committees and general coun- 


sels, such officials will continue in office. Word coming 
to Washington since the issuance of circular seventeen, 
the one that practically directed dismissal of general coun- 
sels, is that every important railroad system that has con- 
sidered the subject has decided to retain its New York 
office, its chairman of board of directors, general counsel 
and financial vice-president, and in some instances advis- 
ory operating officials and pay them out of the compensa- 
tion allowed by government. 

That means that while Mr. McAdoo, contrary to the rules of 
the commission, will not allow such expenses to be charged 
to operating expense account, the big systems will not 
give up their directing and controlling organizations. Spe- 
cifically, the Atlantic Coast Line and affiliated properties, 
Southern, Northern and Union Pacific and Santa Fe, have 
decided to keep up their organizations in New York. South- 
ern Pacific will reduce somewhat, but will not eliminate. 

Boards of directors are expected to bow to the decree 
that expenses of general counsels and lawyers engaged in 
making contracts with the government may not be charged 
to operating accounts by ordering salaries and expenses 
to be charged to compensation: allowed corporation. This 
brings about the situation outlined in Traffic World of 


February 23, page 371. 
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Efficiency in Traffic 


New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 


NEW RIVER TERMINAL 


One of the latest developments to facilitate water trans- 
portation of freight is a river front terminal on the Mis- 
sissippi River at Alton, IIl., built by the Illinois Terminal 
Railroad. This company operates a belt line serving large 
industries, and furnishes yard and terminal facilities for 
about a dozen trunk railways. 

Land for the new terminal was formed by the reclaim- 
ing of part of the river front which was valueless on ac- 
count of being subject to overflow during about three 
months of each year. The dock construction consists of 
a pile and timber wharf 330 feet long. Near the middle 
of this wharf, supported on piles and posts, is a platform 
which extends back to a pair of stub tracks and carries 
a freight-handling conveyor. Beyond the tracks there will 
be a warehouse 30x250 feet. The tracks are about 600 
feet long, and are connected with the main part of the 
railway terminal, which is some 1,200 feet back from the 
dock wall. 

About 2% miles of track have been laid, and there is 
ample room for additional tracks and facilities when the 
volume of traffic warrants their construction. Ground is 
available also for industrial enterprises. Electric power 
from the Keokuk hydro-electric plant is furnished by a 
transmission line which crosses the property. 


Handling of package freight is provided for by a portable 
conveyor designed especially for the work. It consists 
of a traveling carriage with three chain conveyors. The 
first seetion is mounted on a 45-foot frame pivoted to 
the carriage and suspended from a boom, so that its outer 
end can be raised and lowered to suit the deck elevation 
of boats and barges. In the rear of this is a horizontal 
section 20 feet long, extending through the carriage. The 
third is an adjustable section 17 feet long which handles 
freight into and out of railway cars. This machine is 
operated by a 10-hp. electric motor. Its conveyors run 
at 80 feet per minute and can handle packages up to 
400 pounds in weight. A 5-ton derrick with a 90-foot boom 
will be mounted on the dock to handle bulk freight be- 
tween the cars and the vessels and to handle packages 
which are too heavy for the conveyor. 


MINIMUM EGG LOADING 


The urging by the U. S. Food Administration of ship- 
pers of eggs to load refrigerator cars to the maximum 
and placing the carload minimum at 24,000 pounds is caus- 
ing much discussion. Following is a letter, dated April 1, 
from W. T. Seibels, business manager of the National 
Poultry, Butter and Egg Association, to C. E. Spens of 
the Food Administration: 


Replying to your letter of March 25, your file H-31-W: 
It is a matter of such common knowledge among those 
actively engaged in the handling of dairy products that 
there has not been, is not now, and probably will not be 
a shortage in refrigerator car equipment that it is really 
difficult to do more than reiterate the statement made in 


our magazine for March, from which you quote the para. 
graph in your letter. 

A few days ago I happened to be talking with Mr. B. W. 
Redfearn, general manager of the Live Poultry & Dairy 
Shippers’ Traffic Association, whose organization serves 
some 200 or 300 concerns handling a large volume of 
dairy products, and he mentioned that he had written to 
several people in Washington on this subject, and I have 
asked him for a copy of letter addressed to Mr. Priebe a 
few days ago on the matter, and which I attach for your 
information. 

Mr. Redfearn’s statement coincides with information | 
have received and also in our desire to help conserve 
equipment, which we have stated over and over again. 
Our information is that there is more trouble on ac. 
count of shortage of motive power and scarcity of labor 
than there is in actually providing cars in which to move 
eggs. The fact that danger from cold in moving pota- 
toes—certainly the largest source of perishable tonnage— 
is over, will serve to release a great deal of equipment 
which thirty days ago was absolutely required. Last week 
I observed that the Union Pacific and other lines pulling 
a great deal of transcontinental canned goods are now 
accepting box car loading in lieu of refrigerators, which 
were required up until two or three weeks back. 

The shortage in the California orange crop was cer- 
tainly a big factor in releasing equipment for other pur- 
poses all season, and a great difficulty to get refrigerators 
arose in the east, where congestion during the cold 
weather prevented prompt unloading and the return of 
empties to localities where they are needed. Now that 
weather conditions are back to normal, I belieevy it is the 
judgment of every well-informed traffic man who is at all 
in position to study the actual movement of dairy prod- 
ucts, that there is nothing whatever to fear over the 
supply of refrigerators for moving eggs, when, indeed, re- 
frigerators will be required for icing. The heavy fruit 
movement is quite some time off, and before that comes 
on ninety per cent of the egg crop will have been moved 
and out of the road. 

While I do not feel called upon to offer a lengthy argu- 
ment in support of what seems to be a general under- 
standing, I do want to give you all the information pos- 
sible on the subject, because it goes to the point of 
establishing a precedent regarding this 24,000-pound mini- 
mum for eggs, which is the crux of the whole matter. 

I apprehend that your knowledge of refrigerator car 
construction and your general experience in handling traf- 
fic matters will enable you to understand that 24,000 
pounds cannot be safely loaded in all cars. The average 
shipper, when loading eggs, asks for a refrigerator cal 
and, not having an equipment register, has no means of 
knowing what car will be furnished him until it is actually 
set for loading. Should the shipper be compelled to put 
in a prescribed minimum, or if a tariff provision should 
go in requiring settlement of charges on basis of mill 
mum, it would be unfair, unreasonable and unjust to 
the shipper and to our entire industry. There can be 
no question but “railroad breakage” would increase ove! 
the present disgraceful extent of this economic loss t0 
our country. , 

As a matter of fact, it is the precedent and the tariff 
provisions which we fear more than anything else, al 
there are hundreds of people in our trade who would re 
gard it little less than a calamity to have a rule of that 
kind put into the tariffs, and there can be no question 
but they will oppose it stoutly should they be red iced to 
the necessity of doing so. 

I take it that we are all working to a common end and 
that our genuine desire to help conserve equipment and 
to protect all perishable commodities, as well as our ow, 
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and to allow such reasonable rules and regulations for 
the use of equipment to be framed and made effective 
for the other perishables will be accepted as .a matter 
of course. We have urged, by correspondence and in 
conversation, that the loading of dairy products be to the 
capacity of the car or as far in that diretcion as safety 
would allow, and have done this straightaway since the 
movement began last year to conserve equipment. You 
no doubt observed that this same statement was made 
in the magazine article referred to. But in view of the 
fact that 24,000-pound egg minimum is not a reasonable 
rule, without qualification, we must adhere to the views 
so generally held among our trade, and which have been 
properly lodged with the Interstate Commerce Commis- 
sion and the Director-General of Railroads. 


Following is the letter from B. W. Redfearn to W. F. 
Priebe, of the Food Administration, under date of March 


23: 


Referring to that part of your letter of March 16 which 
bears on the loading of refrigerator cars by shippers of 
eggs. I think you are laboring under a misapprehension 
when you say there is a great shortage of this equipment. 
We have very little complaint from our-members and, on 
investigation with other shippers from various sections of 
the country, we find that they are getting all of the cars 
they need, probably not as promptly as they would like 
to have them, but their orders are filled with little or no 
delay. It is true that many small and inferior cars are 
used because of this shortage, and this was one reason 
why we suggest in the interest of the industry itself that 
the 24,000-pound minimum required by the Food Adminis- 
tration be waived. 

My further investigation develops that the shippers gen- 
erally all over the country. are trying very hard to com- 
ply with requests and rules of the Food Administration, 
loading cars in many instances far beyond the required 
minimum, and I believe you will get equally as good, if 
not better, results by depending on their patriotic duty to 
co-operate with you than is possible to get through an 
order of this kind that might operate in many ways to the 
great disadvantage of both the industry and those inter- 
ested and dealing therein. 


For the above reasons it is not my opinion that there 
is any need of any bureau or the use of any other ma- 
chinery of any kind to check the loading of cars carrying 
dairy freight, but if there was the weighing and inspec- 
tion bureau could probably secure this easier and -better 
than it could be secured from any other direction. Pos- 
sibly a better plan yet, if it was necessary to resort to 
it, would be to instruct the railroads not to accept any 
shipment for loading less than 24,000 pounds or to report 
any shipment where loading was less than 24,000 pounds. 
The former or latter would probably be better, because 
it would save the railroads from immediately taking ad- 
vantage, which should not be allowed at this time. 

We recognize what war means in every sense of the 
word and will co-operate to the extent of our ability, doing 
everything we can that spells win. 


PLEA FOR WOODEN CONTAINERS 


The Trafic World Washington Bureau. 
The Commission has allowed the Associated Cooperage 
Industries of America, National Association of Box Manu- 
facturers, Northwest Shook Association, Eastern Shook 
and Wooden Box Manufacturers’ Association, the Shook 
Manufacturing Association, the North Carolina Pine Box 
aid Shook Manufacturers’ Association, and the Western 
Pine Manufacturers’ Association to intervene in No. 10048, 
Pneumatic Scale Corporation, Ltd., vs. Aberdeen & Rock- 
fish et al 
That is the case in which former Attorney-Examiner 
Edgar Watkins has formally raised the question as to 
how much lower rates should be given to those who ship 
i metal containers than are accorded to those who ship 
i other containers, especially the wooden box. In his 
complaint he set forth that the three classification com- 
mittees acreed that shippers using containers that elimi- 
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nate loss and damage claims should have concessions in 
rates, but they could not agree on the amount of the 
concession. The intervening petition in behalf of the 
cooperage interests was filed by Victor W. Krafft, its pres- 
ident, and George B. Webster, its attorney, and for the 
wooden box interests by Jeffery, Campbell & Clark of 
Chicago, their solicitors. In their petition the cooperage 
people said: 

(1) That the circumstances and conditions surrounding 
the movement in interstate commerce of the above-de 
scribed containers, and the uses-to which the same are 
put as facilities of transportation, ar®@ of such character 
that the relief prayed by the complainant in the above- 
entitled cause ought not to be granted without considera- 
tion of the said circumstances and conditions. 

(II) That there is not sufficient dissimilarity between 
the container manufactured and sold by the above-named 
complainant and those in which this intervener and its 
members are interested, to justify different rules, practices 
and regulations of transportation between the two classes 
of containers. ; 

(III) That the containers in which this intervener is in- 
terested are instrumentalities of transportation furnished 
by the shipper and used in interstate commerce, if the 
container of the complainant is such, and directly and 
indirectly protect the commodities shipped therein, and 
thus perform, or tend to perform, the duty of the defend- 
ant carriers to protect and transport without injury the 
goods, wares and merchandise intrusted to them for trans- 
portation, if the complainant’s container does so. 

(IV) That if, as the complainant in the above-entitled 
cause contends, shippers are entitled under section 15 of 
the act to regulate commerce to an allowance for furnish- 
ing the instrumentalities of transportation and rendering 
the service of protecting commodities in transit, then for 
the same reason shippers who tender their goods for 
transportation in the containers manufactured and sold 
by this intervener are entitled to such an allowance equally 
with the shippers who use the complainant’s container. 


In their petition the wooden box people said: 


Your petitioners further show that should the relief 
prayed for by the complainant herein be granted, that 
there would immediately arise a discrimination in favor 
of the form of container manufactured by the complainant 
herein and similar forms of containers thereto throughout 
the United States and against containers made of wood, 
though the said wooden containers are in every respect 
as safe, sound and as valuable a container to the shipper, 
carrier and consumer as the container manufactured by 
the complainant herein; for which reason your petitioners 
ask that should this honorable Commission grant the re- 
lief prayed for by the complainant herein to said com- 
plainant, that the same or similar order or orders, rules, 
regulations, practices, rates, classifications, specifications, 
etc., be made with regard to commodities shipped in con- 
tainers manufactured by your petitioners. 


BETTER MARKING AND PACKING 

Unmarked freight is costing the Pacific Coast shippers 
thousands of dollars annually, according to R. G. Fagan, 
acting assistant superintendent of transportation for the 
Southern Pacific Company. “In the stress of present-day 
transportation,” says he, “shippers should realize more 
than ever the necessity for plain marking of all freight 
offered for shipment. In 1917 we were compelled to fur- 
nish disposition for over two thousand unmarked consign- 
ments. At the expense of much time and labor over one 
thousand of these consignments were identified and de- 
livered to their owners. There were 942 consignees who 
did not get their freight because we could not identify 
the packages.” Mr. Fagan also pointed out the advisabil- 
ity of making all containers, crates and bundles stronger 
than hitherto because of the war practice of heavier load- 
ing in freight cars and the fact that better packing will 
lessen the chance of waste through damage in transit and 
handling. 
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| Personal Notes 


W, D. Burr entered the service of the freight traffic 

department of the Chicago, St. Paul, Minneapolis & Omaha 

Railway at St. Paul in 

April, 1901, and served 

in practically every cler- 

ical position in that de- 

partment, being ap- 

pointed chief of tariff 

bureau in October, 1906. 

He was appointed dis- 

trict freight and passen- 

ger agent at Duluth, 

Minn., in August, 1910; 

assistant general freight 

agent at St. Paul, Minn., 

in December, 1911; trans- 

ferred to Minneapolis, in 

the same capacity, in Au- 

gust, 1916. He _ repre- 

sented the Chicago, St. 

Paul, Minneapolis & Omaha Railway in all actions partici- 

pated in by that company before the Interstate Commerce 

Commission and the various state commissions. He re- 

signed from the service of the C., St. P., M. & O. Ry. April 

1, 1918, to accept the position of secretary of the National 

Association of Box Manufacturers, Chicago, sutceeding F. 

C. Gifford, who becomes vice-president of the Acme Steel 
Goods Company. 


Nat Duke, district manager, traffic department, United 
States Food Administration, at New York, entered the serv- 
ice of the Baltimore & 

Ohio Railroad at Camden 

Station, Baltimore, in 

July, 1881, when seven- 

teen years old, and 

served in various capaci- 

ties at that station until 

the end of 1885. He was 

in the service of the 

Chicago, Burlington & 

Quincy Railroad from 

1886 to 1892 as clerk in 

the local and _ general 

freight offices at Chicago, 

chief clerk in the gen- 

eral freight department 

at St. Louis, and subse- 

quently chief contracting 

agent at St. Louis; Great Northern Railroad, from 1893 
to 1894, as assistant general agent, Chicago; Elgin, Joliet 
& Eastern Railroad, 1895, as general agent in charge of 
traffic and terminals at Joliet, Ill.; Nickel Plate Fast 
Freight Line, 1896 to 1898, as general agent at Chicago; 
New York Central & Hudson River Railroad, 1898 to 1902, 
as commercial agent at New Haven, Conn.; Lehigh Valley 
Railroad, 1902, as New England agent, at Boston; Dela- 
ware, Lackawanna & Western Railroad, latter part of 1902 
to April 1, 1903, as general New England agent, Boston; 
July 1, 1908, to July, 1909, general eastern freight agent, 
New York, which position carried authority over all so- 
licitation in New York, in addition to that westbound 
from all territory; July, 1909, to November, 1911, general 
freight agent, New York; November, 1911, to date, assist- 


ant freight traffic manager. He has served since 1909 
as member of the D., L. & W. operating committee, with 
the deciding voice as to service schedules, etc., sat.sfac. 
tory to the traffic department. For the last ten years, in 
addition to his regular traffic work, he has acted as assist- 
ant to the traffic and operating vice-presidents in specia] 
matters pertaining to terminal or road congestion, as wel] 
as in instances of general study of traffic and ope:ating 
problems from the broader executive standpoint. 


Charles Barham, recently appointed district manager, 
traffic department, United States Food Administration, 
with headquarters at At- 
lanta, Ga., was born in 
Goldsboro, N. C., April 
16, 1867, and was edu- 
cated in the grammar 
and high schools of Dur- 
ham, N. C. After an ap- 
prenticeship on a coun- 
try newspaper he began 
railroad work as stenog- 
rapher in the office of 
the general agent of the 
old Richmond & Danville 
at West Point, Va., in 
1887. He served as ste- 
nographer in this office 
and afterward with the 
Associated Railways of 
Virginia and the Carolinas at Richmond until 1892. He 
was then successively soliciting agent of the Southern 
Railway ‘at Richmond and New York and foreign freight 
agent for the Southern Railway at Norfolk, Va. He 
entered the service of the Nashville, Chattanooga & St. 
Louis Railway Aug. 1, 1898, as chief clerk in its traffic 
department at Nashville, Tenn.; was made assistant gen- 
eral freight agent Jan. 1, 1900, and general freight agent 
in September, 1906. The latter position he held up to the 


’ time of his new government assignment. He is a Mason 


of all rites and degrees, 33d of the southern jurisdiction 
and past grand master of Tennessee. He is vice-president 
of the Nashville Rotary Club and president of the Nash- 
ville Transportation Club. 


John A. Jackson is appointed general freight and pas- 
senger agent of the Gulf, Mobile & Northern Railroad 
Company at Mobile, Ala., vice W. L. O’Dwyer, resigned to 
accept service elsewhere. The position of assistant gel- 
eral freight and passenger agent is abolished. 

E. L. Gamble, general agent of the Western Pacific at 
Stockton, Cal., is appointed manager, in charge of opera 
tion and traffic, of the Tidewater Southern, with same 
headquarters, succeeding W. C. Peck, resigned. 

E. R. Cobb has been appointed traffic manager and act 
ing auditor of the Valdosta, Moultrie & Western Railway, 
with office at Valdosta, Ga. 

C. I. Slauson, foreign freight agent of the Missouri Pe 
cific Railroad at Chicago, has been transferred to St. Louis, 
with the title of manager of foreign freight traffic. 

Thomas Conlon, traveling freight agent of the Michigal 
Central Railroad (retired), died at Buena Vista, Fla., March 
27. His home was in Toledo, O. 

L. R. Deevers is appointed auditor of the Wheeling & 
Lake Erie Railway Company, vice C. H. Holmes, resigned. 

M. F. Anderson, traffic manager of the Standard Oil 
Cloth Company, New York, has been retired in accordance 
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with the company’s pension system. C. E. Crane is ap- 
pointed .raffic manager of this company and the Meritas 
Mills. 

wm. G. Neimyer, general agent in Chicago for the South- 
erm Pacitic Railway for the past thirty years, died on April 
5, Mr. Neimyer, who was born on the 4th of July, 1854, 
had been in the service of the Southern Pacific since 


Sept. : B 1882. 


RAILWAY REVENUES 


The Traffic World Washington Bureau. 

The summary of the results of operations in January on 
172 railroads with a mileage of 215,456 is worse by far 
than had been expected. The Commission probably never 
put out a financial statement that looked so disastrous 
as the one issued by it March 28. 

For the country as a whole the operating revenue fell 
from $283,837,683 to $270,231,812; expenses went up from 
$203,499,868 to $257,868,006, and net fell from $80,337,815 
to $12,363,806. The operating income fell from $67,279,- 
656 to a deficit of $2,227,535 and the operating income per 
mile fell from $314 to $10 per mile. 

In the eastern district the revenue fell from $125,762,379 
to $111,897,096; expenses went up from $96,140,147 to 
$123,684,493, and net fell from $29,632,232 to a deficit of 
$11,787,397; the operating income from $24,225,457 to a 
deficit of $17,640,122, or from $427 to $309 per mile. 

In the southern district the operating revenue fell from 
$42,413,049 to $41,673,175; expenses went up from $27, 
974,096 to $36,142,200, and net fell from $14,438,953 to 
$5,530,975; operating income from $12,612,768 to $3,617,584, 
or from $253 to $101 per mile. 

In the western district the operating revenue actually 
went up from $115,662,255 to $116,661,541. Expenses also 


Your Prospective Customers 
are listed in our Catalog of 99% guaranteed Mailing Lists. [It also 
contains vital suggestions how to advertise and sell profitably by mail. 
Counts and prices given on 6000 different national Lists, covering all 
classes; for instance, Farmers, Noodle Mfrs., Hardware Dirs., Zinc 
Mines, etc. This valuable Reference Book free. Write for it. 
Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 
Service will improve both your plan and copy, thusinsur- 
ing maximum profits: Submit your literature for pre- 
liminary analysis and quotation—no obligation. 


Ross-Gould 


Mailing 


Lists St.Louis 
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rose from $79,395,652 to $98,041,313; net fell from $36,- 
266,630 to $18,620,228, and operating income from $30,- 
441,434 to $11,795,003, or from $249 to $96 per mile. 

The regular sworn reports of the. railroads were not 
rendered for January, as the printing of the forms was 
held in abeyance pending the enactment of the railroad 
control law, which became effective March 21. This sum- 
mary is, therefore, made from a condensed advanced re- 
port. In it are included the statements of 70 roads in 
the eastern district, 32 in the southern and 70 in the 
western. 

No reason for holding the forms in abeyance was given 
in the announcement made for the public, but it is as- 
sumed that the Commission decided to wait until after 
the dispute between the House and the Senate was settled 
before doing anything in the way of collecting statistics 
for the first month under federal control. 

As has been pointed out, this terrific slump in railroad 


FOR SALE 
ACCOUNT DRAFT MUST SELL QUICK, established 
traffic service business located in Chicago; 1,200 tariffs, 
stationery, adv. matter, live mailing lists and clients; 
plenty business on hand for good start. All for best cash 
offer. Unless you mean business don’t answer. C 1200, clo 
Traffic World, Chicago. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 


TRAFFIC MAN, now with railroad, seeks industrial position. 
Thoroughly posted on foreign and domestic rates, routes, 
claims, classifications, bookings, clearances, customs require- 
ments. Has traveled extensively in United States. Railroad, 
bank and industrial references. Address M. M. 116, Traffic 
World, Chicago. 


WANTED—Position as Traffic Manager with industrial con- 
cern or chamber of commerce, by man, age 40, having twenty- 
three years’ practical knowledge of transportation. Thoroughly 
familiar with classifications, tariffs, claims, transit, accounting 
and interstate commerce law. Six years with present employer. 
aa reference. Address A. P., care of The Traffic World, 

cago. 


WASHINGTON REPRESENTATIVE—Gentleman, now located 
in Washington, with large acquaintance, and experience in rail- 
road, traffic and transportation work, and capable of handling 
business of any character with the various Government depart- 
ments, desires to connect with one or more companies or cor- 
porations as Washington representative. Address “‘G,’’ care of 
Traffic Service Bureau, 505 Colorado Bldg., Washington, D. C. 


CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. 


R. GOV!N, President, 90 West Street, New York. 
D. UPHAM, First Vice-President, 90 West Street, New York. 
9 


ay THURBER, Second Vice-President, 90 West Street, New York. 


K. LOWELL, Third Vice-President, in charge of Operation and Traffic, 


. 
. 


B ost Street, New York. 
W RSLOFF, Treasurer, 90 West Street, New York. 
. j - Whitney, Secretary, 90 West Street, New York. 
4. NATHAN, Freight and Traffic Manager, 20 West Street, New York. 


New York Offices, 90 West St., New York 


J. .. + ~~ a Assistant Freight and Traffic Manager, 90 West Street, 
New York. 
& —- BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 


T. W. MALEY, General Auditor, 90 West Street, New York. 
C. W. KELLY, Assistant Auditor, 90 West Street, New York. 
J. P. CONNOR, Superintendent, Wagners Point, Baltimore, Md. 


EXTENDS FROM WAGNER’S POINT TO CURTIS BAY 


The Cl 

to interior 
his c 

this railroa 
enterprises 

Promptly 

Mileage 
Lighter 

Excepti: 


‘rts and to take care of outgoing freight for foreign countries. 


furnished. 


at present operated, 7 miles; additional under construction. 


2l location: for plants desiring tidewater delivery. 


with Gane “tlONS—At Clinton Street with the Pennsylvania Railroad via float at Wagner’s Point, C. & C. B. R. R. 
eW R. R. to Curtis Bay. 


‘ern Maryland via float to Wagner’s Point, C. & C. B 


ugh concetions via these routes to all points East, West, North and South. 


Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to Teceive all foreign freight destined 


“pany maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by 
: offers superior sites for the location of industries of every description. 
® invited to correspond with Samuel J. Nathan, 90 West Street, New York City. 


Firms, individuals and corporations contemplating the location of business 
Maps and full information concerning available property will 


’ connection with all coastwise lines out of Baltimore for seaboard ports. 


bss to Curtis Bay. At Port Covington 
With the Baltimore & Ohio Sewall Branch at Wagner’s Point. 
Industries located on our line have the advantage of flat Baltimore rate. 
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finances is probably attributable to the weather rather 
than to the change in control. The situation, however, 
on paper was so much worse than in January, 1917, that 
it attracted the attention of those familiar with. the ad- 
vance reports from which this compilation was finally 
made. 


LAKE SHIPPING MOBILIZATION 


The Trafic World Washington Bureau. 

The United States Shipping Board authorizes the fol- 
lowing: 

When the government took from the Great Lakes all 
vessels that were available for ocean traffic, the Lake 
Carriers’ Association got together and decided to make up 
for the loss through a concerted effort toward getting a 
greater efficiency out of the remaining fleet. Following 
that action, committees representing pig iron, iron ore, 
coal industries, and railroads, agreed that there should be 
the closest possible co-ordination and co-operation between 
these interests and the bulk freight vessels, and plans 
were formulated for an iron ore and coal exchange, under 
the supervision and direction of an executive committee 
of four, one member to represent each the iron ore, coal 
shippers, railroad, and the ships. This committee is to 
have power to regulate the assembling movement and 
distribution of bulk freight on the Great Lakes as will 
best serve the public interest, and in order to co-operate 
to the fullest extent possible in this movement it was 
considered necessary that the mobilization committee 
shall have full charge of the direction of the bulk freight 
vessels. 

It was agreed that the mobilization committee would 
refrain as far as possible from interfering with the indi- 
vidual management of the ships; that each individual 
owner would be expected to carry out his contract ob- 
ligations to the shipper, the committee assuming respon- 
sibility for an equitable distribution of the available ves- 
sel tonnage among all the commodities and shippers in- 
terested in the bulk freight trade and with authority to 
designate the loading of the ships as will best serve the 
country’s needs. | 

This plan was submitted Thursday (March 28) to the 
Shipping Board and approved. The plan has also been 
approved by A. H. Smith, eastern regional director of rail- 
roads, and now awaits ratification by Mr. McAdoo. 


PETROLEUM RATE INQUIRY 


The Trafic World Washington Bureau. 
The Commission, April 5, issued an order creating a 
petroleum and products case, docket 10108, under which 
it will make a general inquiry into rates on petroleum and 
its products in Official Classification territory. This in- 
quiry was ordered on account of complaints against 
amounts of recent increases and changes in relationship 
of rates from and to competing localities of production 
and consumption. 


BOOK BY JOHNSON AND HUEBNER 

“Principles' of Ocean Transportation” is the title of a 
new book by Emory R. Johnson, Professor of Transporta- 
tion and Commerce at the University of Pennsylvania, and 
Grover G. Huebner, Assistant Professor of Transportation 
and Commerce, the same institution. The book embodies 
the principal changes that have recently occurred con- 
cerning ocean-going vessels; ocean routes; vessel and 
cargo measurement; port and terminal administration and 
control; the freight, passenger, mail, international express 
and marine services; organization of ocean carriers; pools, 
conferences and agreements; the relationship between rail 
and ocean carriers, ocean rates, government aid and 
regulation; shipping legislation, terminal charges; devel- 
opment of the merchant marine and ship: building in- 
dustries; ship subsidies and other forms of government 
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aid in Great. Britain, Germany, France, Japan and othe 
foreign countries, and the merchant marine policy g 
the United States, and includes a history of the ocea 
carrier. 


RED-NOSED LOCOMOTIVES 


Conservation of fuel oil on the Southern Pacific ling 
is regarded as of such importance now that locomotiye 
crews on every division are bending their energies along 
that line. Under orders from Vice-President and General 
Manager W. R. Scott, the locomotives of each class which 
make the best showing on their respective divisions jp 
the matter of fuel oil saving are now decorated the same 
as a hero on the western front. The decoration takes the 
form of bright red paint on the circular plate which fronts 
the boiler. 


TREASURER FOR R. R. ADMINISTRATION. 

Director-General McAdoo announced April 3 that Angus 
D. McDonald, vice-president and controller of the Southem 
Pacific Company, has been temporarily detailed to Wash- 
ington as acting treasurer for the United States Railroad 
Administration. The treasurer will be under the imme 
diate supervision of the Director of Finance and Purchases. 
Mr. McDonald is a native of California. He was educated 
at the University of Notre Dame in Indiana and entered 
the service of the Southern Pacific System in 1901. Mr. 
McDonald arrived from New York the morning of his ap 
pointment and entered on his duties. 


PRIVATE CAR TARIFFS. 

Western and southern railroads are preparing to make 
the high cost of the transportation of privately owned or 
privately controlled passenger cars still higher. They are 
preparing tariffs, at the suggestion of the Railroad Admin- 
istration, making the minimum thirty fares, with a mini- 
mum charge of $50 for each movement. At present the 
minimum on many lines is as low as eighteen first class 
fares between points of travel, without any minimuD 
amount of money. 


FREIGHT CAR REPAIR SECTION. 

In circular No. 16, issued March 30, Director-General 
McAdoo created the freight car repair section of the Di- 
vision of Transportation and J. J. Tatum was appointed 
manager, with office in the Southern Railway Building, 
Washington, D. C. The manager of the freight car reper 
section will supervise the condition of and repairs to freight 
and passenger cars in all existing railway shops and at 
outside shops. 


INSPECTION AND TEST SECTION. 

In circular No. 15 Director-General McAdoo March 2 
created an inspection and test section of the division of 
transportation and C. B. Young was appointed manager, 
with office in the Southern Railway building, Washington, 
D. C. The manager of the inspection and test sectiol 
will have charge of the test and inspection of materials 
and work in connection with the construction of standard 
locomotives and cars. 


TO ADDRESS TRANSPORTATION CLUB 
Mr. J. Van Dyke Norman will address the Transport 
tion Club of Louisville at their noon luncheon on Apt 
8, his subject being “Government Operation of ‘le Rall 


ways.” 
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STATUS OF SHORT LINES 


The Trafic World Washington Bureau. 
In a letter to W. A. Blue, general superintendent, Aber- 


deen & Rockfish, Regional Director Markham, obviously - 


speaking for Director-General McAdoo, March 31 advised 
that short line that “short lines not owned or operated 
by trunk lines were placed under federal control, with 
right to relinquish any road prior to July 1. The Rail- 
road Administration will not exercise jurisdiction over any 
such road, however, until the question as to whether they 
shall be retained under federal control after July 1 shall 
have been determined.” 


That is taken to mean Mr. McAdoo will ignore that part 
of the law which short lines contend makes it impossible 
for him to turn them adrift unless he at the same time 
turns off trunk lines with which they compete or with 
which they connect. 


John Barton Payne, verbally, has advised S. S. Ashbaugh, 
counsel for the short lines, that that is the way the Rail- 
road Administration construes the statute, notwithstand- 
ing declarations by congressmen who framed the parts of 
the control law for the benefit of short lines, that the law 
intends he shall take them all over or leave them all out. 

His construction has created irritation in Congress, lead- 
ers in which intended and still intend preventing McAdoo 
from wrecking short-line property by refusing it benefits 
given to big roads. 


MONEY FOR MAGAZINES, ETC. 

Regional Director Smith has issued an order to the pres- 
idents of eastern railroads directing them to advise him 
of the amount of payments for 1917 for the purchase of 
or subscriptions to magazines and periodicals for free dis- 
tribution to officers and employes, showing name of pub- 
lication, to whom furnished, and total cost. 


Digest of New Complaints | 


No. 10043, Sub. No. 20. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. A. & V. et al. 

TInjust and unreasonable combinations on cottonseed hull 
shavings, Jackson, Miss., to Hopewell. Ask for a rate of 29.5c 
and reparation amounting to $7,016.60. 

No. 10045, Sub. No. 16. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. Columbia, Newberry & Laurens R. R. Co. et al. 

Against a combination rate of 49c on cotton linters from 
Newberry, S. C., to Hopewell, Va., as unjust and unreason- 
able. Ask for a rate not exceeding 40c and reparation amount- 
ing to $340. 

No. 10045, Sub. No. 17. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. Southern et al. 

Against a rate of 40.5c on shipments from Winnsboro, S. C., 
to Hopewell. Ask for a rate of 32.5c and reparation of $109. 
No. 10045, Sub. No. 18. E. I. Du Pont de Nemours & Co., Wil- 

mington, vs. Charleston & Western Carolina et al. 

Against a rate of 49c from Fountain Inn, S. C., to Hopewell. 
Ask for a‘rate of 40c and reparation of $189. 

No. 10045, Sub. No. 19. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. Western & Atlantic et al. 

Against a rate of 49c from Cartersville to Hopewell. Ask 
for a rate of 40c and reparation of $331. 

No. 10045, Sub. No. 20. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. Georgia R. R. et al. 

Against a rate of 47c from Warrenton to Hopewell. Ask for 
a rate of 37c and reparation of $224. 

No. 10045, Sub. No. 21. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. Talbotton R. R. Co. et al. 

Against a rate of 49c from Talbotton to Hopewell. Ask for 
rate of 40c and reparation. 


No. 10045, Sub. No. 22. E. I. Du Pont de Nemours & Co., Wil- 


mington, vs. Southern. 

Against a rate of 60c per 100 lbs. on cotton linters in bales 
from Greenwood, Miss., to Hopewell, Va., as unjust and un- 
reasonable. Ask for a rate of 40c and reparation of $3,185. 

No. 10045, Sub. No. 23. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. A. C. L. et al. 

Against a rate of 4ic from Florence, S. C., to Hopewell. 
Ask for a rate of 32c and reparation. 

No. 10045, Sub. No. 24. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. Central of Georgia et al. 

Against a rate of 49c from Chattanooga to Hopewell. Ask 
for a rate of 40c and reparation. 
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No. 10045, Sub. No. 25. E. I. Du Pont de Nemours & “o., Wi. 
mington, vs. Piedmont & Northern et al. 

Against a rate of 49c from Anderson to Hopewell. Ask for 
a rate of 40c and reparation. 

No. 10045, Sub. No. 26. E. I. Du Pont de Nemours & (o,, Wj. 
mington, vs. Central of Georgia et al. 

Against a rate of 47c from Newnan to Hopewell. 
rate of 40c and reparation. 

No. 10045, Sub. No. 27. E. I. Du Pont de Nemours & o., Wi. 
mington, vs. A. C. L. et al. 

Against a rate of 44c from Hartsville, S. C. to !opewel, 
Ask for a rate of 32c and reparation. 

No. 10045, Sub. No. 28. E. I. Du Pont de Nemours & Co., Wi. 
mington, vs. Norfolk & Southern et al. 

Against a rate of 39c from Raleigh, N. C., to Hopewell, Ag 
for a rate of 24c and reparation. 

No. 10045, Sub. No. 29. E. I. Du Pont de Nemours & Co., Wi. 
mington, vs. Southern et al. 

Against various rates from Decatur, Ala., to Hopewell. As 
for a rate of 42c and reparation. 

No. 10045, Sub. No. 30. E. I. Du Pont de Nemours & Co., Wi. 
mington, vs. Charleston & Western Carolina et al. 

Against a rate of 49c from Anderson, S. C., to Hopewell, 
Ask for 40c and reparation. 

No. 10045, Sup. No. 21. E. I. 
mington, vs. Western Carolina. 

Against rates on cottonseed hull shavings from Augusta, 
Ga., to Hopewell as unjust and unreasonable. Asks for just 
and reasonable rates and reparation. 

No. 10045, Sub. No. 32. E. I. Du Pont de Nemours & Co., Wil 
mington, vs. Southern et al. 

Against a rate of 42c on cotton linters from Huntsville, Ala, 
to Hopewell, as unjust and unreasonable. Ask for reasonable 
rates and reparation. 

No. 10045, Sub. No. 31. E. I. Du Pont de Nemours & Co., Wil 
mington, vs. Southern et al. 

Against rates on cotton linters from Campobello, S. C., to 
Hopewell as being unjust and unreasonable. Ask for just and 
reasonable rates and reparation. 

No. 10101. John Y. Hite and Louis Rafetto vs. C. R. R. of N.J. 

Unjust and unreasonable charges on coal in New York har- 
bor delayed by reason of adverse weather conditions. Ask for 
just and reasonable regulations and practices and reparation. 

No. 10102. E. I. Du Pont de Nemours & Co., Wilmington, Del, 
vs. Houston & Brazos Valley et al. 

Unjust and unreasonable rates on crude sulphur and brin- 
stone from Sulphur Mine, La., to Hopewell. Ask for just and 
reasonable rates and reparation amounting to $43,192.73. 

No. 10103. Steinhardt & Kelly, New York, vs. Erie. 

Unjust and unreasonable demurrage charges on _ boxed 
apples from points in Washington, Illinois, to Jersey City. 
Asks for reparation. 

No. 10104. Clark & Boyce Lumber Co., Dallas, Tex., vs. Jeffer- 
son & Northwestern et al. 

Against the charge of 2c to the junction point on lumber 
as disadvantageous under the southwestern blanket. Ask for 
reasonable rates and reparation. 

No. 10105. The Paducah (Ky.) Board of Trade and Paducah 
Cooperage Co. vs. Illinois Central. 

Against a rate of 22.5¢c on staves from Brilliant, Ala., to 
Paducah as unjust, unreasorfable and unduly discriminatory in 
comparison with a rate of 15.5¢ to Cairo. Asks for a rate of 
14.5¢ tu Paducah, in accordance with the findings in Paducah 
Board of Trade vs. I. C., 29 I. C. C., 583-91, and reparation 
umounting to $1,242.59. 

No. 10106. Gress Mfg. Co., Jacksonville, Fla., vs. A. C. L. 

Unjust and unreasonable demurrage charges on lumber a 
Newberry, Fla. Asks for reparation. 

No. 10107. The Charles Lyons Co., New York, vs. Adams et al 

Unjust and unreasonable rates on live fish from Elysian, 
Minn., to New York in comparison with rates on fresh fish. 
Ask for just and reasonable rates and reparation. 

*1, & S. No. 1050. William G. Morton Coal Co. vs. Ann Arbor 
et al. 

Petition for rehearing as to reconsignment on coal. 

No. 10109. San Antonio (Tex.) Freight Bureau vs. A. T. & S.F 
et al. 

Against first class and class A rates on cotton trampels, 
L. C. L. and C. L., to destinations in Oklahoma and _Arkan- 
sas as unreasonable and unduly discriminatory in favor of 
manufacturers of such parts of cotton compresses at Atlanta, 
Birmingham and Memphis. ? ; 

No. 10110. New Orleans Joint Traffic Bureau and New Orleats 
Live Stock Exchange vs. Abilene & Southern et al. 

Unjust and unreasonable rates on live stock, which ar 
also unduly preferential to other slaughtering points in the 
south, notably Ft. Worth, Houston, Memphis, Louisville, 
Birmingham, Mobile, Natchez and Pensacola and unduly dis 
advantageous to New Orleans and St. Bernard parish adjoit- 
ing New Orleans, where slaughterers of live stock are able 
do only a limited business in live stock from Alabama, Aries 
sas, Florida, Georgia, Kentucky, Louisiana, Miss ssippi,, 
Carolinas, Oklahoma, Tennesseé and Texas. Ask for at 
rates in place of combinations, in harmony with the live st ; 
scale prescribed by the Commission in 22 I. C. C., 160, ¢ 
whatever rates the Commission may now find reasonable, k 

No. 10111. Waukesha (Wis.) Lime and Stone Co. ys. C. M. 
ee. 2. ; 

Against a switching charge on interstate traffic of lc ” 
100 pounds, 60,000 pounds minimum, as unjust and unread 
able, the charge on state traffic being $4 per car, ior re of 
service over the same rails, the same being the _sidetrac 
the complaining company. Asks for just and_ reasona 
switching charge. sey. Clinton 

No. 10112. Phenix (Mo.) Marble Co. vs. Kansas City, Clin 
& Springfield et al. - hens 

Unjust and unreasonable charges on marble from Pl uw 
to Rosedale, Kan. Asks for just and reasonable maxim 
rates and reparation. +océ 

No. 10113. The Galion Iron Works and Mfg. Co. vs. ©. &™ 
St. L. et al. frou 
Unreasonable rates on sheet steel culverts, K. D. 


Ask for a 
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Galion, O., to Key West. Asks for a commodity rate not 
exceeding 35c. 
No. 10114. George C. Holt and B. B. Odell, receivers for the 
Etna Explosives Co., New York, vs. N. O. & N. E. et al. 
Unjust and unreasonable rates on sulphuric acid in tank 
cars from Hattiesburg, Miss., to Fayville, lll. Ask for just 
and reasonable rates and reparation. 
No. 10118. L. & N. Coal Operators’ Assn., St. Louis, vs. L. & 
N. et al. 
Unjust and unreasonable and unduly discriminatory rates 
on coal from mines on the L. & N. in Illinois to points in Mis- 
souri on the C. B. & Q. and M. K. & T. because the com- 


THE TRAFFIC WORLD 
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ponents in the combination rates have been increased, jp 
each instance, more than the lic per ton allowed in the 
fifteen per cent case. Asks for rates not more than ic per 
ton higher than those in existence on July 1, 1917, and veparg. 
tion for the difference. 
No. 10119. Kleiber & Co., San Francisco, vs. S. P. et al. 
Unjust and unreasonable charges on self-propellin; 
parts from Wilkes-Barre to San Francisco. Asks fo: 
and desist order and reparation. 
No. 10120.. Allan C. Wood, Philadelphia, vs. N. Y. P. & N. 
Unreasonable demurrage charges on lumber aft Cape 
Charles, Va., arising during detention of cars during embargo, 
Asks for reparation. i 


truck 
Cease 


Docket of the Commission 


Note.—iItems In the Docket marked with an asterisk (*) are 
new, having been added since the last Issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


April 8—St. Louis, Mo.—Examiner Abbott: 
ar. Oe aad A. Zelnicker Supply Co. vs. C. B. & Q. R. R. 
o. et al. 


10024—Walter A. Zelnicker Supply Co. vs. St. L. I. M. & S. 
Ry. Co. et al. 


10057—Walter A. Zelnicker Supply Co. vs. C. St. P. M. & O. 
Ry. Co. et al. 


April 8—Toledo, O.—Examiner Burnside: 
“i are Grain Co. vs. Toledo, St. Louis & Western R. R. 
o. et al. 
10039—Sun Co. vs. Toledo & Ohio Central Ry. Co. et al. 
10053—Owens Bottle Machine Co. vs. B. & O. R. R. Co. et al. 
April 9—Minneapolis, Minn.—Examiner Graham: 
10081—-George E. Rice Potato Co. vs. B. & O. R. R. Co. et al. 
Also fourth sect. apps. Nos. I-53 and 1877. Hosmer, involv- 
ing rates on potatoes from Rice, Minn.. to points in Illinois, 
Iowa, Ohio, Missouri and Indiana. 
April 9—Pittsburgh, Pa.—Examiner Hillyer: 
10055—Independent Bridge Co. vs. Pa. R. R. Co. Western 
Lines et al. 
April 9—St. Louis, Mo.—Examiner Abbott: 
10038—Myer-Albert Grocer Co. et al. vs. St. Louis-San Fran- 
cisco Ry. Co. et al. 
April 10—Arguments at Washington, D. C.: 
1150-“City of Spokane vs. Great Northern Ry. Co. 
1151—City of Spokane vs. Northern Pac. Ry. Co. 
1152—Citv of Spokane vs. Oregon R. R. & Nav. Co. 
4694—Adams Leather Co. et al. vs. Canadian Pacific et al. 
April 10—Chicago, Il1l.—Examiner Burnside: 
9488—Aurora, Elgin & Chicago R. R. Co. vs. Indiana Harbor 
Belt R. R. Co. 
10031—American Coating Mills vs. Ann Arbor R. R. Co. et al. 
10051—Bernard, Judae & Co. vs. C. M. & St. P. Ry. Co. 


April 10—St. Louis, Mo.—Examiner Abbott: 
10042—Consolidated Oil Refining Co. vs. Kansas City Sou. Ry. 
Co, et el, 
April 11—Williamssort, Pa.—Examiner Hillyer: 
9994—Central Pennsylvania Lumber Co. vs. Tionesta Valley 
Ry. Co. et al. 
April 11—Chicago, Ill.—Examiner Burnside: 
10019—Montana Oil Co. et al. vs. A. T. & S. F. Ry. Co. et al. 


April 11—St. Louis, Mo.—Examiner Abbott: 
9131—Dimmitt-Caudle-Smith Live Stock Commission Co. et 
al. vs. C. B. & Q. R. R. Co. et al. 
April 12—Chicago, Ill.—Examiner Burnside: 
10029—L. Starks Co. vs. C. & N. W. Ry. Co. et al. 


April 12—Harrisburg, Pa.—Examiner Hillyer: . 
10030—Milton Brick Co. et al. vs. Pennsylvania R. R. Co. et al. 
April 13—Helena, Mont.—Examiner Graham: 
7893—Royal Milling Co. vs. Great Northern Ry. Co. 
7894—Royal Milling Co. vs. Great Northern Ry. Co. 
April 13—Philadelphia, Pa.—Examiner Hillyer: 
1. & S. No. 1159—Philadelphia hay and straw deliveries. 


April 15—Philadelphia, Pa.—Examiner Hillyer: 
9982—IE. I. Du Pont De Nemours & Co. vs. P. C. Cc. & St. L. 
R. R. Co. et al. 


April 15—Chicago, Ill—Examiner Burnside: 
10080—R. T. Feltus Lumber Co. et al. 
Ry. Co. et al. 
10079—I. I. Du Pont De Nemours & Co. vs. West Jersey & 
S. S.-R. R. Co. et al. 


April 15—Kansas City, Mo.—Examiner La Roe: 
9702—Memphis Southwestern investigation. 
7304—City of Memphis et al. vs. C. R. I. & P. Ry. Co. et al. 
9905—Rates to Missouri River cities and related territory. 
9886—Chamber of Commerce, Munroe, La., vs. Arkansas & 
Midland Ry. Co. et al. 


April 15—Kansas City, Mo.—Examiner Abboit: 
10021—Linders Lumber Co. vs. Anthony & Northern Ry. Co. 


et al. 

10021, Sub. No. 1—R. D. Heath Lumber Co. et al. vs. An- 
thony & Northern Ry Co. et al. ; 

ar Weal Lumber Co. et al. vs. A. T. & S. F. Ry. Co. 
et al. 

April 16—Philadelphia, Pa.—Examiner Hillyer: 
10035—F'armers’ Feed Co. vs. Erie R. R. et al. 
10050—Tuckerton R. R. Co. vs. Pennsylvania R. R. Co. 


vs. Great Northern 


oe Grains and Feed Co. vs. Pennsylvania R. R. (Co, 
et al. 


’ April 16—Chicago, Ill.—Examiner Burnside: 


1. & S. 1158—Proportional class rates between Chicago and 
related points and Ohio River crossings in Illinois and 
Evansville and New Albany, Ind. 

April 17—Lincoln, Neb.—Examiner Abbott: 
10069—A. A. Tanner & Co. et al. vs. C. B. & Q. R. R. Co. 
10065—National Supply Co. vs. C. B. & Q. R. R. Co. 

April 18—New York, N. Y.—Examiner Hillyer: 

9680—Bayway Chemical Co. et al. vs. Central R. R. of New 
Jersey et al. 

10072—American Steel Export Co. vs. Southern Ry. Co. et al. 

April 18—Boise, Ida.—Examiner Graham: 

——— Commercial Club vs. Oregon Short Line R. R. Co, 
et al. 

10054—Ira B. Perrine vs. Oregon Short Line R. R. Co. 

April 19—New York, N. Y.—Examiner Hillyer: 
10066—George C. Holt and Benjamin B. Odell, receivers, Aetna 
Explosives Co., Inc., vs. Seaboard Air Line Ry. Co. et al. 
April 20—Milwaukee, Wis.—Examiner Burnside: 
10020—Wisconsin and Michigan Fruit and Vegetable Jobbers’ 
Assn. vs. Ahnapee & Western Ry. Co. et al. 


April 22—Seattle, Wash.—Examiner Graham: 
9951—Pacific Coast Steel Co. vs. Great Northern Ry. Co. et al. 


April 22—Escanaba, Mich.—Examiner Burnside: 

9971—National Pole Co. vs. A. T. & S. F. Ry. Co. et al. 

April 22—Philadelphia, Pa.—Examiner Mackley: 

* 10098—Water competitive lumber rates. Also 15th Section Ap- 
plications Nos. 2516, Pennsylvania R. R. Co.; 2530, L. E. 
Chalenor, agent. 

April 22—Boston, Mass.—Examiner Hillyer: 

10027—Baker Box Co. vs. Long Island R. R. Co. 


April 23—El Paso, Tex.—Examiner Abbott: 
10023—El1 Paso Chamber of Commerce vs. 
R. R. et al. 
April 27—San Antonio, Tex.—Examiner Abbott: 


10058—San Antonio Freight Bureau vs. Arizona Eastern R. R. 
Co. et al. 


April 28—San Francisco, Cal.—Examiner Graham: 
9730—M. Getz & Co. vs. A. T. & S. F. Ry. Co. et al. 
10002—United States of America vs. Belt Line R. R. Co. et al. 
10016—R. Mohr & Sons vs. New England S. S. Co. et al. 


April 29—San Francisco, Cal.—Examiner Graham: 
9906—South San Francisco Chamber of Commerce ys. South- 
ern Pacific Co. 


April 30—San Francisco, Cal.—Examiner Graham: 
9964—F rank B. Petersen vs. A. T. & S. F. Ry. Co. et al. 
May 1—Beaumont, Tex.—Examiner Abbott: 
10078—Beaumont Chamber of Commerce et al. vs. Alabama & 
Vicksburg Ry. Co. et al. 
May 2—Kansas City, Mo.—Examiner Mackley: 
* 10100—Western Trunk Line hay and straw. 
tion Application No. 3380, E. B. Boyd. 


May 4—New Orleans, La.—Examiner Abbott: 

— & Valley Cotton Oil Co., Ltd., vs. T. & P. Ry. Co. 
et al. 

May 4—Los Angeles, Cal.—Examiner Graham: 
10056—Moreland Motor Truck Co. vs. A. T. & S. F. Ry. © 

et al. 

May 6—San Diego, Cal.—Examiner Graham: 
9999—Savage Tire Co. vs. Erie R. R. Co. et al. 
10000—Savage Tire Co. vs. A. T. & S. F. Ry. Co. et al. 

May 6—St. Louis, Mo.—Examiner Mackley: P 

* 10097—St. Louis Chamber of Commerce vs. Baltimore & Ohio 

et al. 

May 6—New Orleans La.—Examiner Abbott: al 
8078—Miller Bros. vs. St. Louis-San Francisco R. R. Co. et . 

* 10110—New Orleans Joint Traffic Bureau vs. Abilene & South- 

ern Ry. Co. et al. 

May 10—Denver, Colo.—Examiner Graham: P 
9975—Abraham D. Radinsky vs. C. B. & Q. R. R._Co. et al. R 
10060—Denver & Salt Lake R. R. Co. et al. vs. C. B. & Q. 

R. Co. et al. 
May 13—St. Louis, Mo.—Examiner Mackley: | _. inte 
* 10096—Lumber transit at Cairo and Mississippi River poin is 
in connection with 15th Section Applications Nos. 1), Illinob 
Central R. R.; 3189, Illinois Central and Y. & M. \V. 
C@o.; 2623, same; 430, Alabama & Vicksburg Ry. Co. 


May 18—St. Louis, Mo.—Examiner Mackley: — 
© a “2? oe Coal, Coke and Mining Co. vs. Southern y. 
Co. et al. 


Arizona Eastern 


Also 15th Sec- 
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SINCE THE GOVERNMENT 


has taken over the railways it is more 
| than ever necessary that claims shall 
—| be properly prepared before being 
““T| presented to the carriers. The stand- 
iy ard forms, which have been approved 
by the Freight Claim Association, the 
National Industrial Traffic League, 
the National Association of Railway 








f New 
R. Co. 


7&tna 
- al. 


‘aed Commissioners and the _ Interstate 
at Commerce Commission, insure proper 
Ap preparation. 


We have these approved forms for sale—and there 
aef||. are two kinds, Loss and Damage and Overcharge 
—at the following schedule of prices: 

100 of each or 200 of either $2.00 itn 

150 of each or 300 of either 2.90 delivered 

200 of each or 400 of either 3.75 delivered 


oni | 250 of each or 500 of either 4.50 delivered 
1 See- 500 of each or 1000 of either 7.50 delivered 


y. Co. Quantity prices, with imprint if desired, quoted on request 


Why not expedite the handling of your claims by 
Ohi the use of these forms? 


THE TRAFFIC SERVICE BUREAU 
ints, 418 South Market Street, Chicago 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, | FE 
CUSTOM HOUSE BROKERS, ETC. * 






































Cable Address “HARSTEELE” RESHIPPING WAREHOUSE \ 
Established 1900 F.W. HAGEN & CO. 1131 EAST 771TH STREET ff 
er | | 
The J. H. W. Steele Co. inc. CHICAGO, ILL. in 
— my - LOGICAL DISTRIBUTING_CENTRE | 
Insurance Banking Foreign Exchange Central House, Dock House (100’ x 400’) | 
New York New Orleans Galveston Texas City Lc oo Sas ae uvery. Belt Ry. py aps yy Del’y Hf Munse: 
Savannah Chicago Ample Private Car Switch and Lake Michigan Dock Facilities 
Special attention given to ghipatonts through New Thru Transit and Chicago Freight Rates Protected. — 
Orleans for Latin Americas. We are prepared to arrange GENEBAL MERCHANDISE STOR.AGR, FRANSTEREING IN TRANSIT 
financing or credits on shipments. Governed by Illinois Public Utilities Commission. 
CENTRAL STORAGE co. | CHARLOTTE, N. C.ifj .. 
es s uting point in No an ou ‘arolina, 
GRAND ISLAND, NEBR. Pool Car Distribution, {General uth Carolin Warehouse, 
- reproo u ng, Nor an ou arolina Distributors 
Merchandise and General Storage for he re a Electric Co., De Laval Separator Co., 02-606 
P ° New York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
- Transferring and Forwarding Packing Go. » chicago, Il. (Soap . Products), Rates 
quoted for storage and reshipping mixed cars rite us. 
Distributors for Central and Western Nebraska AMERICAN BROKERAGE & WAREHOUSE CO. bored 
South 
Western Transfer and Storage Co. LINCOLN, NEB. [ree 
Best Distribution Point In the West yo! Data 
220 TO 226 STANTON ST. Merchandise in car lots distributed to all points. House- merce | 
EL PASO, TEXAS hold goods assembled and shipped in car lots at reduced i E 
FORWARDERS AND DISTRIBUTORS rates. Cars sent to our warehouses without charge. 
caer Geniemenan i hg as GENERAL DRAYAGE AND STORAGE = 
Fireproof Buildings—Trackage Space, 7 cars. 
The only FIREPROOF storage in El Paso Service—the foundation of our success. 
Cut Rate Package Car Service from Seaboard Territory CARTER TRANSFER & STORAGE CO., 8th and Q Sts. BORD! 
EDGAR’S SUGAR HOUSE, INC. ST. JOSEPH TRANSFER CO. Luther 
520-532 LAFAYETTE BLVD. sépONY EXPRESS” Inte 
DETROIT, MICH. ST. JOSEPH - - - - MO. 
Eight fireproof warehouses on tracks of principal rail- Matte 
roads. The only two fireproof warehouses on the river MERCHANDISE STORAGE WAREHOUSE. 
front. Lowest insurance rates in the city. Twelve auto CARLOAD AND L. C. L. DISTRIBUTION. 1620 Fi 
trucks for delivery. Write for further particulars. PROMPT SERVICE GUARANTEED. 
Buffalo Storage & Carting Co. CHICAGO 
All T 
350 Seneca St., Buffalo, N. Y. Chicago Storage & Transfer Co. (Not Inc.) Storete 
T f d F di 5817-61 WEST 65TH STREET 
rw. Excellent facilities for shipping L. C. L. lots without cartage. Carload 
Storage, ransier an o ar ing distribution opedety. — pome deliveries throughout the city at - 
very reasonable prices. loors for rent. ° akla 
Warehouse on New York Central Tracks INSURANCE RATE, 15 CENTS 24-CAR SWITCH Ist Sav. 
The Wiley & Nicholls Co. | ROCHESTER, NEWYORK |} °! 
9 ATTOR 
UNITED STATES BONDED WAREHOUSES AND ” General Storage. Forwarding. Carload Distribution. 
GENERAL STORAGE-DISTRIBUTORS 
Excellent facilities for reshipping without cartage. Insur- Twenty 
Warehousemen and Forwarding Agents. Drayage and ance rate 12 cents. Members of American Warehouse- Tran 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- men’s Association and American Chain of YW’ houses. 
est Insurance Rate in City. Write for particulars. SUIT] 
GALVESTON, TEKAS B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 
anch OF EDW. 
OAKLAND CALIFORNIA SACRAMENTO Byvank Transfer & Storage (Co. 
POOL C743 SERVICE pootenscape -ggperdiog 
C.L. Rates WATERLOO, IOWA 
LAWRENCE WAREHOUSE @ RESHIPPING AND DISTRIBUTING 
ting 17 Warehouses and OCKS A SPECIALTY 
CHICAGO - 
Louisville Public Warehouse Co., Inc. 
Jos. Stockton Transfer Co. inciienhae ie. N cr 
1020 South Canal Street, near Taylor Street. Import and export freight contractors, transfer wer’ 
Teaming of Every Description—City Delivery Service reshipping agents, custom house brokers. Bonded an Ss 


and Carload Distributors free warehouses. 
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Claude W. Owen 


WALKER & OWEN 


ATTORNEYS AT LAW 


John it. Walker 


R. W. ROPIEQUET 


ATTORNEY AT LAW 
Interstate Commerce and Public 
Utilities 


Murphy Building, East St. Louis, Ill. 
506 Mermod & Jaccard Bidg., St. Louls, Mo. 


interstate Commerce Litigation 
Exclusively 


Hyunsey Bldg., WASHINGTON, D. C. 


WALTER E. McCORNACK 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 


JOHN B. DAISH 


Interstate Commerce Cases Only 


Suite 1555 First National Bank Bldg., 
Chicago, Ill. 


2-606 Hibbs Blidg., Washington, D. C. 


Author of “INTERSTATE COMMERCE,” an au- 
thoritative legal treatise on the Federal regulation 
of interstate commerce and common carriers. 


HARRY C. BARNES 


Commerce Attorney and Counselor 


Specialist in all matters appertaining to interstate 
commerce. Practitioner before the Inter- 
state Commerce Commission. 


Union Trust Building Marquette Building 
CINCINNATI, OHIO CHICAGO, ILL. 


S.C. BATES 


ATTORNEY AT LAW 


bureau Of Applied Economics 


Southern Building, Washington, D. C. 
"Transcription, Compilation and Analysis 
of Data from Records of Interstate Com- 
merce Commission. 


Exhibits Prepared for Freight 
Rate Cases. 


References Furnished. 
‘Correspondence Solicited. 


WORDERS, WALTER & BURCHMORE 


Luther M. Walter John S. Burchmore 
Formerly Attorneys for 
Interstate Commerce Commission 
Matters Affecting Carriers and 
Public Utilities 
1630 First Nat'l Bank Bldg., CHICAGO 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Transportation Matters 
Interstate Commerce and State Commis- 
sion Cases. 


315-16-17 Holland Building 
SPRINGFIELD, MO. 


Interstate Commerce and Public Service 
Commission Cases. 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Sulte 1806, Third National Bank Bldg., 


ST. LOUIS, MO. 


SAN FRANCISCO, CAL. vonmaty attorney Pacts and f St. i & “. 
’ le com 68, enver o Gran ie 
Merchants’ Exchange Co. caulk’ aeuaiiian Refrigerator Transit Co. Counsel 
Oakland, Cal., Los Angeles, Cal. | in Interstate Commerce and Public Service and Util- 
ist Sav. Bank Bidg. Kerckhoff Bidg. 


ity Commission cases. 
JOHN ANDREW RONAN ARTHUR B. HAYES 
ATTORNEY AT LAW AND COMMERCE 


ATTORNEY AT LAW 
Colorado Building, Washington, D. C. 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation 
a Specialty - 


Twenty Years’ Practical Experience in 
Frenepeaees and Traffic Matters 


SUITE Hs 715 CRILLY a 


35 SO. DEARBORN 
CHICAGO 


EDWARD E. McCALL 
Counsel 


GEORGE V. 
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CLIFFORD THORNE 


Rate and Valuation Cases Lytton Bullding, 


Before Courts and Commissions. Chicago. 


JEAN PAUL MULLER 


ACCOUNTANT AND ATTORNEY-AT-LAW 
420-424 Woodward Bldg., Washington, D. C. 
Cases Involving Financial and Operating Analyses, 
Cost of Service and Comparisons, and Other 


Tests 
Rate Litigation before State and Federal Commis- 
sions and Courts. 


JOHN P. DEVANEY 


ATTORNEY AT LAW 


LAW OF CARRIERS AND INTERSTATE 
COMMERCE PRACTICE 


Suite 819-24 First Nat.-Soo Line Bidg. 


MINNEAPOLIS, NINN. 
H. J. SHAY, Notary. 


HAL H. SMITH 


(Beaumont, Smith & Harris) 


Practices Before Interstate Com- 
merce Commission 


1123-28 Ford Bldg., Detroit, Mich 


H. L. Winston B. E. Slawter 


WINSTON & SLAWTER 


Practice before Interstate Commerce 
Commission and State Railroad 
Commissions. 


Hibernia Bank Bldg., New Orleans, La. 


RICHARD TOWNSEND 
COUNSELLOR AT LAW 


Commerce counsel, practicing before 
Interstate Commerce Commission and 
Public Service Commissions. Six years’ 
practical experience in traffic matters. 


829 OLIVER BLDG,, 
PITTSBURGH, PA. 


S. WILLIAMS 


Attorney and Counselor at Law 
165 Broadway, NEW YORK CITY 


(Former Member State of New York Public Service Commission) 
SPECIALTY—Interstate Commerce, Federal 
Trade and Public Utilities Practice 


CHARLES S. ALLEN 
N CHARGE OF TRAFFIC MATTERS 


Formerly with I. C. C. and 
Traffic Department Southern Ry. Co. 
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The Gerrard Method isidaneee 
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| 
The Protector of the Wooden Box 


The U. S. Food Administration 
Accepts and Specifies the 
Gerrard Method of Soft Wire 
Strapping for Export Shipment 
in the following words in Bul- 
letin No. 47: 


Tce cun aiid 2-13 Gauge Soft Wire 
Straps, put on by the Gerrard 
Wire Tying Machines.” 


COC ee eegar eee 


MR. TRAFFIC EXPERT 
Did you see our Ad in Traffic World March 2nd? Have you investigated this simple, 
efficient time and cost saving method of soft wire strapping? Have You? 


THE U.S. FOOD ADMINISTRATION HAS. If it is worth their time and attention 
it should be worth yours. Weare glad to furnish you all the facts and figures. Write us. 
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" The Fie Shat Binds” 
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FALL IN LINE! 
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led our casualty lists recently; think enti, 
of our soldiers in the trenches hold-§ .;.. 
ing back the hordes of an unspeakable 
despot! What less can be asked of the : 
people who remain at home than to seeg War. 
that these heroes have not died in vain? all ¢ 


ser of the men whose names haveff ing 


How can you help?—by lending the Gov- & 
ernment your money. Uncle Sam is giving you an-§ S ™ 
other great opportunity to invest your savings. Onj® who 
April 6 he will offer his third Liberty Loan. As you or 
invested in the first two, be sure to do likewise in the B ye... 
third! Invest till it hurts! 


But why consider “investments” when lending you! & susp 
money to the Government? You are not giving it- J look 
you are putting it out at good interest, with Uncle 
Sam standing behind the loan. Come to think of tt 
what sacrifice lending your money may involve cot 
pares with that of the men who have gone “over there J "Sua 
—and may never return? How can anyone hesitate for & him, 

a moment to respond to this third appeal of our country for money, which must be forthcoming lest Amet & repr; 


ica falter in her great role? duty 
There is but one answer—fall in line with the Army of Liberty Loan bond owners, and do your bit or tl 

to the very limit of your financial ability, whether it be small or large! TI 
the ; 
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Support the men on the firing line—Buy Liberty Bonds ., .. 
agen 
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